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British Railways New Regional Boundaries 


HEN, on the nationalisation of the former main-line 
railway companies, it was decided that the State- 
owned railway systems of this country should be operated 
on a regional basis, it was realised that the original 
egions established could be only provisional and would 
be the subject of adjustment later. For practical pur- 
the original Regions followed very largely the 
nes of demarcation of the old main-line companies, with 

t separate region for the lines in Scotland and a split 
of the old L.N.E.R. system in England, into the Eastern 
ind North Eastern Regions. From time to time since 
the beginning of 1948, when the British Transport Com- 
nission came into being. minor adjustments have been 
nade and as from April 2 next, the Railway Executive. 
with the concurrence of the British Transport Commission. 
s making more widespread changes to the boundaries 
of the six Regions that now comprise British Railways 
\ list of the principal lines and stations involved is given 
‘Isewhere in this The objective of these adjust- 
ments is the simplification of supervision, a reduction in 
idministrative costs and the avoidance of unnecessary 
duplication. The lines involved are those which at present 
penetrate from one Region into the boundary of anothe: 
ind which, in the view of the Railway Executive, can 
with advantage be transferred to one or other of those 
Regions. Lines or stations which formerly belonged 
jointly to two or more of the former railway companies 
will now be placed under the administration of a single 
Region. Obviously changes of this kind have not been 


poses 


issue. 
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possible without protracted negotiations, for a number 
of interests necessarily are involved. Despite the new 
over-riding loyalty which it is sought to instil towards 
British Railways as a whole rather than to smaller units, 
such as districts or Regions, it is obvious that some heart- 
burning must have been occasioned in the transfers of 
considerable mileages between Regions. The trades 
unions also have been very interested parties in recent 


negotiations which have only just been concluded. It is 
interesting to note that each member of the staff con- 


cerned in the changes is being advised personally how he 
will be affected by the boundary adjustments. Official 
intimation of the revision of the boundaries was received 
as we about to close for press, ané some further 
details of the changes will be given in our next week’s 
issue, 


are 


Engineers’ Wage Claim Rejected 
AST week the employers rejected the claim by the 
Confederation of Engineering & Shipbuilding Unions 
on behalf of about 3,000,000 workers for a wage increase 
of £1 a week. The case for the men centred mainly on the 
contention that such a wage increase could be met from 
profits without increasing production costs and that the 
output per man last year was 33 per cent. higher than in 
1946 These arguments were rejected on four grounds, 
first. because in claiming that the proposed increase could 
be met out of profits the unions had made no allowance 
for depreciation and maintenance and other important 
charges: second, wages since 1938 had risen by more than 
100 per cent. while dividends and the like had increased 
only 44 per cent.: third, increased productivity could 
occur with little or no relation to the physical etfort of 
the individual worker; and, fourth, hourly earnings 
amounted to 3s. 2°8d. against an average of 3s. in other 
industries. The employers maintained that, had the claim 
been met without involving any increase in costs, profits 
would have largely disappeared and many engineering 
concerns would have gone out of business. 


British Investments in Argentina 


HE extent to which Argentina has repatriated her rail- 

ways and redeemed foreign debts by using the credits 
built up in London during the war is pointed out in a 
recent issue of The South American Journal. The small 
British investment in railways of £3,513,987 remaining in 
1948 is now nil, after the 44 per cent. first mortgage deben- 
tures of the Buenos Ayres Central Railway were paid off 


and the Cordoba Central Trust “B™” stock reduced by 
50 per cent fotal British investments in Argentina, 
which is now only third in the list of Latin American 


investors are concerned, 
a decrease of 21 per cent. on 
On this. the average return has fallen from 3-8 
to 3-4 per cent.: there is no return on nearly 50 per cent. 
of this capital, as compared with 43 per cent. in 1948. 
Government bonds outstanding total £5-6 million. with 
an average return of 4:1 per cent., and all receive interest 
is thev have continued to do since 1938: even in 1934, of 
nearly £80 million Government bonds outstanding. less 
than 3 per cent. failed to receive a return. 


countries with which British 
amount to £69 million, or 
last 


Veal 


Southern Region Punctuality 


Ane ‘vidence that the Southern Region is aware 
of the need for a high standard of punctuality has 
been shown by the success of efforts by Mr. S. W. Smart, 
Superintendent of Operation, to improve passenger and 
freight train timekeeping. Since 1945, there has been a 
continuous advance in punctuality, and we have had 
frequent occasion to comment on the high standard 
attained. In the latest figures available, which are for the 
four weeks ended November 5, 1949, the results for both 
steam and electric passenger services are good, but show 
i slight deterioration over those for the equivalent period 
of 1948. The falling off was chiefly due to fog, which 
prevailed on nine days, and a number of exceptional inci 
dents also contributed. The timekeeping of freight trains, 








150 THE 


however, made a useful advance on the previous year, and 
now shows a praiseworthy improvement over figures for 
the close of 1945. The latest results, compared with those 
of previous years, are shown below: 


AVERAGE MINUTES LATE ARRIVAL (WEEKDAYS) 
Four weeks ended 
1945 1946 1947 1948 1949 
Dec.29 Nov.2 Nov.! Oct.30 Nov.5 


Steam 8-06 2-07 §-55 1-09 1-43 
Electric 4-97 2°06 1°76 1:26 1-73 
Freight 25:6 10°3 7:1 5:0 4:4 


Higher Dock Charges Inquiry 
O* Tuesday of this week the Transport Tribunal sitting 
as a Consultative Committee, began its hearing of the 
application by the British Transport Commission for an 
increase in dock charges. The inquiry into the application 
by the B.T.C. for an increase in railway freight charges 
concluded on January 20 after a hearing lasting eleven days. 
Phe present inquiry concerns about 70 docks owned by the 
B.T.C. which handle some 40 per cent. of all import and 
export goods. Since 1940, with the exception of one year, 
1944, there has been a deficit on these docks, and the effect 
of the proposed increase would be to add £1,000,000 to 
dock and canal revenue in a year. For the B.T.C. it was 
stated that, though the increase if granted would wipe out 
the deficit on the docks which occurred before the alloca- 
tion of central charges, actually the deficit on canals and 
waterways was £4 million. Though a revised estimate shows 
an increase in revenue, this is not expected to make a differ- 
ence to the net increase for the next two years, owing to 
higher costs. 


Future of Road Haulage 


SURVEY of the transport resources of road hauliers 
under private enterprise is being prepared by the 
Road Haulage Association to provide details of such re- 
sources as are now available consequent on the restrictions 
operating as from February 1. Recent estimates by the 
R.H.A. show the nationalised transport fleet to be not moi 
than 40,000 vehicles at the present time and that about 
120,000 long-distance vehicles are operated by private con- 
cerns. There are also about 700,000 vehicles operating on 
“C” licences for traders carrying their own goods. An- 
other step has been the issue of a booklet giving members 
of the R.H.A. facts and figures about the industry and a 
summary of policy in the light of possible events in the near 
future. There is a reference to the road and rail liaison 
work between the R.H.A. and the Executives of the B.T.( 
and the hope is expressed that such liaison will continue 
whatever the result of the General Election. With 
to the future, it is stated Definite proposals should be 
made for dealing with the special problems of the railways 
without handicapping other efficient 
unnecessarily to the disadvantage of 
in general.” 


regard 


forms of transport 


trade and industry 


Design of Transport Buildings 
ys year, the Royal Institute of British Architects is 


holding an exhibition early in June, dealing with the 


design of 


on this 


Collaborating 
ie Institute of Tr 
Already the 


! } > . ‘ ib ‘ } ‘ ld 
valuable contributions to the design of build 


occasion will be t 


various transport unde 


transport buildings in general 

I iMsporl ind 
takings irchitect has 
made many 
ings for the transport industry, but the organisers feel that, 
since 1939, though there has been technical progress, ade 
quate attention to all ; 
possible 


aspects of the subject has not been 
Therefore, partly because of the success of an 
exhibition it held in 1937, which dealt mainly with airport 
design, this year the R.I.B.A. has been encouraged to 
embrace a wider field, covering all forms of transport, rail, 
road, sea, and air, with the object of stimulating further 
interest in design. Exhibits will be drawn from abroad 
as well as from this country, and in this connection British 
Railways will be in a position to make a very valuable 
contribution in view of the projects for new stations and 
other buildings planned by the former main-line com- 
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panies, some of which have since been completed and 


illustrated in these pages, and in view of further plns 
now ripe for development at an appropriate time. 


Opening of the New Chiromo Bridge 


N January 17, Sir Geoffrey Colby, Governor of Nya..- 
land, opened the new bridge of the Nyasaland R: 
ways at Chiromo, Nyasaland, which is described elsewhere 
in this issue. The first train to pass over the bridze 
after the ceremony was a mail train hauled by a new 
2-8-2 locomotive named after the Governor. One of tie 


chief problems confronting the contractors, the Cleveland 
Bridge & Engineering Co. Ltd., was the launching of the 
centre span over the Lower Shire River, which flows from 


Lake Nyasa to the Zambesi. It was not advisable to si 
port it on staging in mid-stream in case the floods duri 
which the original structure was carried away should rec 
The span was therefore made ready on one bank, and 
one end of it floated out on pontoons to join the span 
erected on the south bank. fo avoid interruption to 
goods tratlic while the bridge was being built a tempora 


ferry service was instituted. 


ag 


Signal Aspects in Holland 


Shee necessity for modernising signalling at certain 
stations and on certain sections of route resulted in 
the Signal Engineer of the Netherlands Railways. M 
J. H. Verstegen, proposing a revised system of aspects 
based on the principle of indicating the permissible speed 
rather than the route set up. and adapted to work unde 
continuous track circuit controls with the aid of the so 
‘searchlight ~ type of signal unit. These new 
aspects were brought into service on October 23, 1949, 
between Utrecht and Driebergen. and at these stations 
and at Lunetten are seen the complete 3-speed aspects 
provided to govern traffic in interlocked areas. Their basic 
principle is somewhat similar to that long used by sor 
American lines, in that for each speed there is a light seen 
on the signal post, but in this case red is seen only sing|\ 
ind never in combination with a 
When it is necessary for a signal 
merely to enable the position of 


to be recognised, the colour it 


called 


proceed indication 
unit to show a light 
the other light or ligh 
exhibits is lunar white, the 


“neutral 


ts 


ispect then being regarded as and of “ mark 
xy“ value only 
The Accident at Chester 
LANGLEY'S { 


eport on t 


_ 


JADIER ( \ 


ollision at Chester Station on July 1949, sun 
ed in this issue, shows it to have been due to 
1 being admitted to an occupied platform line unde 
yermissive regulations by a calling-on indication, and 
being driven with insufficient care, something which fori 
nevitable risk in such circumstances Nowadays, 


Te 
we believe, calling-on arms are being correctly operated. 


proper correspondence with the condition of the line 
ihead, but years ago at stations of this kind on the 
L.N.W.R. and even elsewhere, it was a common thing 

see the calling-on arm lowered when there was noth 

yrevent the proper running signal from being pulled 
Oo in this case an electrical selector and track circuit 
gave positive control over the working of the main and 
subsidiary signal arms. Certain local conditions of site 


ind methods of working combined to lead to the driver's 


e to exercise greater care 


\ 2,905-mile Railway Dieselised 
October 15, 1949, the last steam locomotive was 


"i ; 
O withdrawn from service on the Gulf, Mobile & Ohio 
Railroad, U.S.A., and its place was taken by a diese 
electric unit. While a number of minor railways in the 
United States have changed over from steam to diesel 
power, the G.M. & O., with a system whose route-mileage 
of 2.905 extends from Chicago to New Orleans, is the 
first major railway completely to dieselise its entire 
system. Originally a progressive line of limited extent in 





*puveana 
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Southern States, the Gulf, Mobile & Northern, as it 

n was, acquired in succession three other railways; 
these were in such poor shape that the cost of bringing 
theit tracks and bridgework to the standard necessary to 
ry heavier steam power would have been prohibitive. 
1945, therefore, when diesel power on the G.M. & O. 
as practically confined to a few passenger workings, the 
sion was taken to go over entirely to diesels, and, 
scause of the lighter axle-loads of the diesels, much of 
ihe track renewal and bridge strengthening became un- 


neces sSary 


Pacific Locomotives for Western Australia 
N! ARING completion at the Hyde Park Works of the 
4 North British Locomotive Co. Ltd., Glasgow, are 
locomotives for the Western Australian Government 
Railways, further details of which are given elsewhere in 
this issue. The engine frames have been designed to 
accommodate either plain or roller-bearing axleboxes, and 
the engine bogies, truck axles, and tender bogies of all 


he locomotives have been equipped with Skefko roller 
seurings; the last 16 locomotives have Sketko roller bear- 
os fitted to the coupled axles. Walschaerts valve gear 
ictuates 10-in. dia. piston valves, and steam power revers- 
ing gear of Hadfield design has been incorporated, 
mounted on a bracket attached to the engine frame. The 
boiler barrel is parallel and consists of two rings of 
an external diameter of 4 ft. 9 in. at the firebox end; all 
tubes are made of Aquacidox steel. The boiler has a 
Belpaire firebox with a steel inner box of ali-welded con- 
struction. Rigid water space stays at the throat and top 
corners of the back plate are of Monel metal, while the 
stays in the firebox sides are of Longstrand hollow steel. 
A steam turret has been provided with the necessary valves 
for supplying steam to injectors, ejectors, steam reverser, 
ind other equipment. 


Railway ‘* Capital Investment ” 

| our last week’s issue we dealt at some Jength with the 
problem which must face the railways as a result of 

in relation to the curtailment of capit 
interpretation of that term trom a 
The current issue of British Railways 
Vagazine also has a article on this subject which 
ies the discus,ion a stage further, although in our view 

it does not differentiate clearly enough between true capital 
WwestMent and expenditure on forth. The 
jor criticism which must be levelled at present Govern 
nent policy in this matter, so far as it affects the railways, 
does not lie so much in the curtailment of true capital 
vestment as in the very wide interpretation of this phrase 

1 its consequent inclusion of many works which are not 


outside the ordinary meaning of the words, but are 


Government policy 
investment and the 
transport viewpoint 


leading 


renewais ahd Soe 


indeed essential day-to-day items of expenditure 1 
ordinary elliciency is to be maintained 
[he article in British Railways Magazine, although i 


does not make this point specifically, appears to be aware 
t. it expiains that 
wvramime on the 


Government. Both 1945 
} 


iInvestihient 
upprovea by the 
ind 1949 programmes were on 
1950 programme is still furthe 
It seems clear, therefore, that the present cu 
tallment of expenditure rep-esents a cut on a programm 

ich had already been pruned fairly severely * All this 
; “that British Railways are not 
Ne to develop and even maintain themselves as they wish 
1959, for in 


each year, the capital 


allways has to be 
icted scale and the 


stricted. 


iis. Says ihe article, 
tance, We would have itked to build 40,000 
ch-needed wagons; we shall be able to 
000. ... The approved expenditure by the end ot! 
1) will be at an annual rate approximately £16 million 
ss than the programme put forward by the Railway 
xecutive for that year.” 
One of the most important reactions of the present 
Government policy must be that the inability to build new 
senger carriages, wagons, and locomotives will result 
the loss of improved efficiency and economy which 
herwise would have been achieved. At the same time 


build only 
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the railways will have to keep in service more than a 
corresponding number of worn-out locomotives, tor 
example, with the additional heavy costs involved in their 
maintenance. At the present time about 400 new locomo- 
tives are necessary each year to ensure a sound condition 
of the stock. This would be equivalent to the rate ol 
replacement carried out before nationalisation by the 
former main-line companies. There are plans for a sub- 
stantial reduction in the stock of locomotives but this can 
become operative only as a result of improved use of the 
stock by the motive power departments and to a very 
large extent by improved design of new engines, which 
should result in reduced coal consumption, improved 
availability, and greater mileage between shopping. These 
three items obviously produce very substantial economies 
and so far as the reduced rate of investment postpones 
completion of the programmes, there must be an increase 
in working expenses and additional expenditure in repatr- 
ing loccemotives which otherwise would have been 
scrapped. 

Somewhat similar considerations apply in the case of 
coaching stock, the provision of new units of which has 
been recognised as one of the most urgent needs of the 
railways. There is at present an absolute shortage, and 
the development of passenger business is being severely 
handicapped. In 1949 excursion fare passengers were only 
about two-fifths of the 1938 figure and a good deal of 
business had to be rejected because rolling stock was not 
available. Moreover ordinary passengers have been dis- 
couraged from travelling because the railways have not 
been able to provide seat reservations at times of peak 
travel and also because of the many very old coaches still 
in use. In wagons also the trend of condemnation and 
breaking up is well in excess of new building and the 
numbers of wagons under or waiting repair is still far too 
high 

rhe results of the present Government policy in the case 
of railways, if persisted in, must have the effect not merely 
of preventing a progressive expansion and increase in 
efliciency of the nationalised transport economy: it must 
esult in putting back the clock towards the worst war- 
time conditions. In this connection it is relevant to 
emember that when the railways were nationalised there 


were large trust funds, well in excess of £100 million, 
which had been earmarked for deferred maintenance and 
renewals. Relatively little ol this money has been used 
for this purpose, but much of the maintenance and 
renewal work which is essential to railways at the present 
ime, but which under Treasury policy is to be curtailed, 


IS very fal 
nvestment 


from being anything in the nature of cxpital 


The re-laying, re-sleepering or re-railing of track is 
indertaken on the basis of strict necessits At present the 
nnual renewal programme of complete and partial 
renewals is about 2,000 miles. If that programme is 


educed, tin the current year the endeavour will be to make 
the economy on less important lines, but if curtailment has 
o be effected throughout next year and 1952, much more 


yrtant considerations will arise. There will be real 
les in maintaining 





traflic Operation and almost 


inevitably there will have to be an uneconomic expenditure 
of man-hours On maintenance. Other permanent way work 


whien Miay de 


affected by the such 
as track maintenance, may easily result in the deterioration 
of the track formation and may well entail putting into 
a number of speed restrictions and even dangerous 
n certain circumstances. : 

The maintenance and repair of a wide 
tures, is bridges, stations and 
represent new capital 


economy measures, 





range Of struc- 
buildings, does not 
investment but rather normal 
expenditure to keep in reasonab!e condition capital assets. 
If this expenditure is reduced or deferred, the probability 
of much greater expenditure in the future must be 
envisaged, as well as a decrease in the efficient usage of 
the assets during the period. : 
here are two primary aspects of the present position 
which deserve urgent consideration py the Government. 
The first is that the deferment of the efforts which the 
railways have made to overcome arrears in track renewals 


such 
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and maintenance so that services can be improved, will 
be retarded and that this deferment must have an accumu- 
lative effect; the longer the repairs or renewals are put ofl 
the greater will be the cost. The second consideration is 
that the most practical way in which the railways could 
achieve a better financial position is by undertaking 
expenditure which will be remunerative, either in the 
attraction of greater revenue or in the provision of more 
economical operation. There is good ground for urging 
second thoughts on the so-called “capital investment ” 
curtailment programme so far as it applies to British Rail- 
ways. A more clear cut definition of capital would be a 
great help. 


Groundnuts Scheme Transport 
HE weakest link in the transport chain of the Tanganyika 
groundnuts scheme has tended to be local port facili- 
ties, according to Mr. Medwyn Ormerod, Transportation 
Manager, Overseas Food Corporation, in a recent paper* to 
the Metropolitan Section of the Institute of Transport. Rail- 
way capacity, he said, also was limited, thus putting a greater 
pressure on port transit storage. The railway was chosen 
as the basic means of transport to the coast, with terminal 
distribution by road except in certain cases. Roads in Tan- 
ganyika were undeveloped, however, despite the growth ot 
a road-rail problem since the 1930’s; rivers were mostly un- 
navigable, but lake steamer services provided an important 
feeder of the railways, and gave internal connection between 
the railways of Tanganyika, Kenya, Uganda, and the Belgian 
Congo. 

Where railways had built, said Mr. Ormerod, 
“spinal” development evolved. The railway and 
feeder and connecting roads, and probably also a petrol 
pipeline, were first laid: then railheads were created, to each 
of which were conveyed by rail, successively, material for 
camps, land-clearing equipment and building materials, and 
the permanent community of agriculturalists with their 
machinery and supplies. He refers to the building of the 
Kongwa branch of the Tanganyika Central line, the new 
Southern Province line and port development, the projected 
north-south link between Kenya, Tanganyika, and Northern 
Rhodesia, and to rolling stock difficulties and other railway 
developments, all of which have been described in The 
Railway Gazette, notably in the issues of November 18 and 
December 16, 1949. The Southern Province line is relieved 
by a parallel oil-fuel pipeline from the coast. Of import- 
ance to the scheme are the 33-ton covered bogie wagons in 
course of delivery for the transport of nuts, and new tank 
wagons for carrying water. A single combined tariff is 
being prepared as a result of the constitution in 1948 ot 
the East African Railways & Harbour Administration 

The congestion of the port of Dar-es-Salaam began in 
1948-49, as an outcome of an increase in traffic amounting 
to three times the pre-war tonnage; it was not primarily the 
result of the groundnuts scheme, but was bound to interact 
with it. Remedial action included a local co-ordinating 
committee on which railway and other interests were repre- 
sented, and a corresponding committee in London to regu- 
late shipments. It had been successful, despite difficulties 
in controlling tonnage from overseas, and the existence of 
treaty obligations to accept traffic with the Belgian Congo 
via Lake Tanganyika. Long-term remedies included de 
velopment of Dar-es-Salaam, in preference to the more 
costly movement of nuts from Central Tanganyika to Mom. 
basa via the projected north-south railway, and also of the 
port of Mtwara. 

Road transport had been used for long-distance traffic 
with the coast, more particularly in the earlier stages during 
a shortage of railway wagons, for tractors, and so on, and 
pending completion of the Kongwa branch. Air transport 
had been used largely for moving European employees and 
their families; the volume of air freight, such as urgently- 
needed spares, had been relatively small, space having been 
used in passenger planes. The main shipping problems 


been 
Was 


‘The Transport Problems of the East African Groundnut Scheme.” A 


paper read to the Metr Nite Cc . » ‘ - 
P 2 © the Metropolitan Section of the Institute of Transport, February 
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had been the draught limitations of Tanganyika ports and 
the unusually large proportion of awkward loads. 

Transport problems had arisen ia Great Britain as a 
result of the scheme in the movement to British ports of 
equipment for East Africa. Third-party concerns employed 
by the Overseas Food Corporation had selected services on 
a normal commercial basis, much use being made of British 
Railways and of Road Haulage Executive services, and wiih 
regard to the latter “in the present rating-policy vacuum, 
negotiations with Divisions over charges are inclined to take 
on a distinctly empirical character.” 

Groundnuts at present were hauled by rail, bagged and 


in shell, from railhead storage to port. Future plans p 
vided for shelling of nuts at railhead and movement in bulk 
in 30-ton end-tipping wagons of an interchangeable ty 
suitable for other traffics. On arrival at port, they wou 
be discharged into silos and loaded into ships by specia 
mechanical equipment. 

Parallel procedures were being devised for rotational a: 
subsidiary crops such as sunflower seeds. 


Trans-Zambesia Railway 


TH gross receipts of the Trans-Zambesia Railway (¢ 

Ltd. for the year ended December 31, 1948, were 
£369,417, as compared with £338,472 in 1947, and work- 
ing expenses were £332,122, against £282,320; after the 
addition of £20,719 interest on investments and bank 
deposits and provisions previously made but no long 
required, payment of interest on income bonds, and meet- 
ing the service of 3} per cent. first debenture stock, there 
was available £11,105 for interest on the 5 per cent. income 
debenture stock. 


The tollowing are some of the principal results: 


1947 1948 
Goods tonnage 190,283 197,686 
Passenger journeys 132,968 130,337 
£ £ 
Goods receipts 252,258 287,277 
Livestock and vehicle receipts 5,887 3,703 
Passenger receipts 60,052 59,287 
Parcels and baggage receipts 6,985 6,668 
Gross receipts 338,472 $9,417 


In his statement circulated with the report and accounts, 
the Chairman, Mr. V. L. Oury, stressed post-war dithicul 
ties such as shortages of staff, housing for the staff, and 
stores and equipment of all kinds. Despite this, progress 
was made, including the delivery from Britain of powerful 
2-8-2 type locomotives and of wagons; deliveries of pas 
senger stock, however, were delayed. A four-year plan 
had been undertaken for improvement of the track. 

Hitherto, traffics had come from Nyasaland and from 
the Colony of Mozambique, but on June 29, 1949, the 
fete Railway was opened from Dona Ana (where it joins 
the Central Africa Railway, and thus via the Zambesi 
Bridge has access over the T.Z.R. to Beira) to Moatize, 
which opened up a third and potentially far more impor 
tant source of trattic. The T.Z.2. had a working agree- 
ment and rolling stock pooling agreement with the Tete 
Railway. The new line would be the source of coal 
trathic from the mine at Moatize, new undertakings such 
as a cotton ginnery were served by it, and there w ere good 
prospects for cement, timber, and sugar ; 

The Port of Beira had been taken over on January |, 
1949, by the Portuguese Government, and the Beira Rail- 
way on April |, both of which were now managed by the 
Director of Ports & Railways at Lourengo Marques, 
which was an important stage in the Government develop- 
ment programme for Mozambique. In May, 1949, the Por- 
tuguese Government convened in Lisbon a conference on 
Central African transport, attended by representatives of 
the British, South African, Portuguese, French, and Be!- 
gian Governments and by U.S.A. Government observers 
[he delegates undertook to recommend to _ the! 
Governments a policy of co-operation in the development 
of Central African ports and transport on a regional 
basis. To this end, a plenary conference was to be held 
in Johannesburg in October, 1950, which, in addition to 
the Governments previously represented, should include 
delegates from Mozambique, Nyasaland, and other 
territories concerned. 
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Ulster Transport Authority 


1 E Ulster Transport Authority was constituted under 

the Transport Act (Northern Ireland) 1948, which 
bec.me law on August 10, 1948, and on October 1 of that 
veo the undertakings of the Northern Ireland Road Trans- 
por! Board and the Belfast & County Down Railway 
Company vested in the Authority. An agreement had been 
nevotiated earlier between the Northern Ireland Road 
fr.asport Board and the British Transport Commission. 
whereby the undertaking of the Northern Counties Com- 
mit ee section of the London Midland & Scottish Railway 
wa- transferred to the Board as from January 1, 1948. 
subject to the passing into law of the Northern Ireland 
Trinsport Bill. The undertaking of the Northern Counties 
Committee legally vested in the Authority on April 1, 1949. 

Public transport in Northern Ireland has been causing 


concern since 1920. By 1935 the railway undertakings 
were in serious financial difficulties because of the unregu- 
lated and competitive services of road transport. In that 
year the Government introduced the Road & Rail Trans- 


pori Act, but by September, 1939, the net revenue defi- 
ciency of the Northern Ireland Road Transport Board was 
in excess of £500,000. 

During the war years the additional volume of traffic 
enabled both the Board and the railways to operate with a 
substantial net revenue. This disguised the steadily mount- 
ing costs arising from increased rates of wages and 
improved conditions of service of the staffs; the increasing 
costs of materials; and the excess of road and rail facili- 
ties. After the war the position again became serious. 

It was against this background that the Ulster Trans- 
port Authority came into being. Brief mention was made 
in our last week’s issue of the first annual report and 
accounts of that body. It was considered that the first 
essential was unity of control, and some details of the 
steps which the Board took to set up a common adminis- 
trative headquarters are given elsewhere in this issue. The 
headquarters organisation of the Authority was given in 
detail in our April 2, 1949, issue. The management, under 
the Chairman and members of the Authority, is conducted 
by four Chief Officers—the Chief Comptroller, Chief 
Engineer, Chief Traffic Manager, and Chief Officer for 
Special Duties — each with functional responsibility for 
both road and rail functions. 

[he country organisation for commercial and operating 
purposes is based on a territorial division of the province 
into eight districts, each under a District Traffic Manager. 
Corresponding with these divisions and co-terminous with 
them are districts each controlled by a District Mechanical 
Engineer for the day-to-day maintenance of road freight 
and passenger vehicles as well as in certain areas control 
of some railway rolling stock and other maintenance. 

An important achievement of the Authority has been the 
establishment of very good staff relations. It was realised 
that integration of road and rail undertakings and facilities 
would involve a merging of the staff so as to make its 
members available for work on either the rail or road side. 
This interchangeability calls for a complete re-cast of exist- 
ing agreements, for if real interchange is to take place, it is 
essential that there should be standard conditions of service, 
common avenues of promotion and standard rates of pay. 
Trade unions representing the operating staffs have agreed 
in principle to interchangeability and a draft scheme is 
being prepared and is being discussed. The union repre- 
senting the clerical staffs has already agreed to inter- 
changeability, thus enabling the clerical staffs to be merged 
to a very considerable extent. After discussion with the 
unions, it was also agreed that the Authority should have 
complete freedom for the working of traffic so as to pro- 
vide an economic and efficiently integrated service. The 
adoption of this principle might affect the volume of 
traffic flowing by either rail or road and therefore the 
number of staff at particular centres. 

The report records the steps which led to the recent with- 
drawal of rail services on several sections of the Belfast 
& County Down Railway and-the substitution of alterna- 
tive road services for both passenger and freight traffic. 
It is considered that there is sufficient density of traffic to 
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support the railway line between Belfast and Bangor, pro- 
vided that the level of traffic is maintained and the costs 
are not further increased. 

The position of the Northern Counties Committee 
Railway is under review, especially in regard to certain 
stretches of unremunerative lines. On the main line a 
good service is provided and special attention has been 
given to the long-distance traffic between Belfast and 
Londonderry. There has been an amalgamation or 
common user of wagon stock as between the Belfast & 
County Down Railway and the Northern Counties Com- 
mittee Railway to conserve stock and save renewals. 

Although the road freight side improved, the year’s 
working resulted in an estimated loss of £93,128. The 
services provided are comprehensive, but the Authority 
has no monopoly of freight transport in Northern Ireland. 
for it operates under 1,000 goods vehicles as compared 
with some 16,000 lorries owned by manufacturers, mer- 
chants and farmers carrying their own goods, exclusive of 
what is handled by farm tractors and trailers and this 
figure is on the upgrade. No factors have arisen to alte: 
the view that public freight transport in Northern Ireland 
cannot be economic so long as there is complete freedom 
to the trader in the operation of his own traffic. 

The road passenger services carried a total of 9,462,839 
passengers and ran 35,075,535 miles. “ Limited stop” 
services, that is, express bus services between important 
centres, have been introduced and more are planned. 

The net revenue position of the Authority as at Sep 


tember 30, 1949. was as follows: 
£ £ 
Railway operations 5 Dr. 254,454 
Road passenger operation Cr. 359,231 
freight es Dr. 93,128 
—-- Cr. 11,649 
Hotels and catering services oe 4,384 
Miscellaneous receipts - Cr. 36,270 
Total Cr. 52,303 
Income tax Dr. 43,259 
Interest and sinking fund instalment , Dr. 159,119 
Expenses in connection with winding up the constituent under- 
takings and the formation of the Authority ; , Dr. 14,863 
Deficiency for the year £164,938 


This general net revenue position was foreseen, and 
has been due largely to the inability to deal effectively 
and, as it appears to the Authority, commercially with 
those parts of the undertaking involving heavy losses. 
These arose mainly on the Belfast & County Down Rail- 
way, and on that section amounted to £182,937. 

The Authority has borrowed from the Ministry of 
Finance for capital purposes a total sum, during the 
year, of £6,627,000. This principal sum outstanding has 
been reduced by the sum of £1,500,000 as partial redemp- 
tion authorised by Section I of the Exchequer & 
Financial Provisions Act (N.I.), 1949, leaving the net 
capital borrowings at £5,127,000. The net revenue position 
will deteriorate further until re-organisation gets into 
proper stride and the Authority is able to cope effectively 
with those stretches of railway lines that are not paying, 
and to measure up to those of its operations not yielding 
in their net results to the level of rates for the services 
given at current costs. 

The Authority hopes that, by the end of three years, 
the corner may be turned, assuming that there is no 
serious slump in trade and consequent unemployment, 
and that prices generally and the level of salaries and 
wages remain reasonably constant. It is hoped before 
the end of this period the new scheme for the bases of 
rates and fares and conditions of carriage will have been 
brought before the Transport Tribunal, and that this 
scheme will reflect all the altered operating methods in 
the re-organised transport undertaking. 

The Authority’s staff of almost 11,000 operates and 
maintains 472 miles of railway track, 1,000 buses operat- 
ing regularly over 2,517 route miles of roads, 1,000 
lorries, 95 steam and diesel locomotives, 366 passenger 
coaches, 2,941 railway wagons, 5 hotels and 23 refresh- 
ment rooms, cafes, rail and milk bars, and restaurant- 
car services approximating to 1,000 miles a day. During 
the year it carried 104 million passengers, 2 million tons 
of merchandise and 721,000 head of livestock. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for 


Cooper’s Bridge Loading 
January 30 
Sirk,——With reference to my letter dated January 16 and 
published in your issue of January 27 under the above 
heading, two errors have unfortunately been included. | 
regret that the typescript sent to you contained as the last 
heading for the last column * Uniform Controlling Load ™: 
no doubt your readers will have appreciated that this 
should have read * Uniform Trailing Load.” 
[he telescoping of the letter “C™ and the words 
* Uniform Load” in the diagram below the table have 
obscured the fact that the former applies to the four-axled 
tender and that the words * Uniform Load ~*~ were meant 
to describe the train load, the diagrammatic representation 
of which did not appear in print. 
Yours faithfully, 
I W. ROBERIS 
Ashdown.” Western Road, Billericay 


London and Birmingham Train Services 


January 29 

Sin,—Correspondence in your columns on matters ol 
day-to-day railway operation in this country is almost 
entirely critical, and therefore I feel that it is only fair 
to bring to your notice a praiseworthy pair of runs enjoyed 
recently on the London Midland Region 

Possibly over-wary through previous unfortunate time 
keeping experiences on the London Midland Region, where 
often it has been wiser to travel hopetully than to expect 
as of right a punctual arrival at one’s destination (ou 
arrival at Euston on my previous up journey from Bi 
mingham had been 53 min. late, through operating and 
not motive power causes), together with the fog which 
enveloped the Metropolis on January 25, I caught the 
2.15 p.m. Birmingham train from Euston on that day 
without undue enthusiasm or optimism 

My fears deepened when a severe signal check occurred 
at Watford Junction followed by a diversion there to the 
down local line, along which we proceeded cautiously until 
Bourne End where we returned gingerly to the down main 
line again, six minutes late. We were still six minutes 
late at Tring when our rapidly increasing speed made it 
evident that our crew and steed (Rebuilt “* Patriot ~ No 
45536 of Bushbury Depot) were keen to make amends: 
we passed Roade only three minutes late and after furthe: 
energetic running swept through Rugby on time. Signal 
checks at Humber Road Junction prevented a spectacularly 
early arrival at Coventry, into which we drew cautiously 
one minute before time. The five minutes recovery time 
allowed between Canley Halt and Proof House Junction 
was certainly not required on this occasion, and without 
undue effort we arrived at New Street five minutes early 
the net time for this journey, advertised publicly as 2 hi 
20 min., and shown as 2 hr. 15 min. in the working time- 
table, was 2 hr. 6 min. 

Similarly, on the return journey the next morning on 
the 8.40 a.m. train from New Street, No. 45514, another 
Bushbury rebuilt “ Patriot,” despite prevailing fog and a 
check to a dead stand at Rugby to give precedence to a 
down main express crossing, effected arrival at Euston 
44 min. early. All credit to the Motive Power Depart- 
ment for these two excellent runs, and to the London 
Midland Region generally on that foggy morning fo 
being able to display their Euston train arrival indicator 
with every up express marked “On Time.” Living south 
of the Thames one is tempted in jocular manner to 
attribute this improvement to the northwards migration of 
numerous Southern Region senior officers — since 
nationalisation ! 

Referring to the article on the Birmingham services in 
your issue of December 30, 1949, the runs recorded above 


the opinions of correspondents) 


show that it would be by no means impossible to resiore 


two-hr. timings to and from Birmingham (if not 1 hi 
55 min. again), and so decrease the present 17 per cent 
addition to the 1939 journey time. I feel that the oppor- 
tunity should be taken of rationalising the Euston «nd 
Paddington departure times, for the present close proxi- 
mity of the 11.10 a.m. from Paddington and 11.25 ..m 
from Euston, the 2.10 p.m. from Paddington and 2.15 p.m 
from Euston. and the 4.10 p.m. from Paddington ind 
4.30 p.m. from Euston, with no departures trom London 
between these three groups, is a weakness in the service 
and a source of complaint by both London and Birm.ag- 
ham business men. 

British Railways are restricted at present by the Govern- 
ment curtailment of capital expenditure, and it is difficult 
to propose immediate train service improvements which 
can be effected without undue expense. However, when 
the relaxation of this restriction comes about and the 
degree of spending necessary to maintain the national 
railway system at the desired peak of efficiency is restored 
| think it will be worth considering the integration of the 
London-Birmingham services by running all Birming! 
trains to and from Marylebone (where track capacity 
permits), at regular hourly intervals from approximately 

im. until 10 p.m. 

Trains would run alternately (i) via Neasden Junction 
Northolt Junction, and thence via the existing G.W.R 
route to Snow Hill, and (ii) via either the Aylesbury o 
the High Wycombe line, Grendon Underwood Junction 
Woodford. Rugby, and Coventry (this city’s requirements 
should not be overlooked) to New Street. The hitherto 
unsurmounted difficulty of making a running connection 
between the G.C. and L.N.W. lines at Rugby should be 
boldly overcome in such a way as to keep the Birmingha: 
trains clear of main line traffic. The service would thus 
be evenly spaced, and from a single London terminus, the 
claims of intermediate points on both the present routes 
such as Leamington and Coventry would not be preju- 
diced, and congestion on the old L.N.W.R. line south ot 
Rugby would be relieved. 


Yours faithfully. 
R. A. SAVILI 
16, Box Ridge Avenue, Purley 


Railway Fares 


January | 

Sir, —At times one finds it a little difficult to follow 
Mr. Roberts's line of argument. In his letter on * Railway 
Fares” in your issue of December 30 last (and others) he 
seems to admit the necessity of knowing the financial 
position and yet he seems to object to accountants, whose 
job it is to prepare the figures. It would be interesting to 
know why he seems to consider that they alone do not 
know their job. 

From his letter he does not seem to be aware that 
tickets are dealt with on corridor trains over here, although 
this may apply more to longer distances than to locals 
The evasion and attempted evasion of fares and other dues 
is not peculiar to railways or this country; the practice ts 
is old as the hills. 

He says that guards’ vans are not used (except by the 
guard himself). One has yet io see or hear of these not 
being used for the purpose for which they are provided. 
At times the guard has some difficulty in getting himselt 
into his van! 

It is agreed that common sense and enterprise are 
needed to capture and recapture traffic. For the moment 
one does not quite see what the number of passengers 
carried by road has to do with the increase in traffic 
required today to make a lower rate pay. One hundred 
years ago or more the railways took the traffic off the 
roads, from the stage coach; now the motor is taking (has 
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rsten. if you like) the trattic back to the roads. It is up 
to he railways to maintain their position; abusing some- 
one else won't help. The question is what to do about tt. 
Yours faithfully, 
COURTENAY BARR) 
Old Manor, Salisbury 


More Trains and Reduced Fares 


January 15 
The news of the experiment between Sunderland 


ind Hetton of considerable tmprovement in train service 
combined with fare reduciions, reported in your January 
12 .sue. is gratifying to those of us who believe that the 
1 hope for the recovery of our railways lies, not in 


mproved train services or reduced fares, but in both 
simultaneously. 
| express the hope that this experiinent snail be 


} a fair trial as, due to the mistaken policy of the 
r tvs since the first war, the public has largely been 
d ) on to the roads and is bound to take some time 
to realise that, with improved facilities, the railway can be 
not only as good, but frequently better. Let us hope that 
when. as I hope and believe, this experiment proves a 
success, it will be gradually extended, and lead eventually 
to the great desideratum, reduction of the basic fare. 
shou'd like to urge the importance of adequate and 
prominent display of timetable, and of such cheap fares 
is exist. This is frequently not at all good at many sta- 
tions: | recently made a return journey at a fare consider- 
ibly under Id. a mile, the existence of which I discovered 


only by enquiry at the booking office. I also believe that 
would be of great value to display such information 1n 
prominent positions in towns and villages, especially when 
the station is not centrally situated 
Yours faithfully, 

M. D. GREVILLI 


Church Hayes, Belstone. Okehampton 


1948 Locomotive Exchanges 


January 14 

Sir, —The recent correspondence in your columns on 
this subject has largely been centred on Mr. Bulleid’s 

Merchant Navy” and “ West Country” Pacific loco- 
motives, and, although acknowledging the fact that these 
machines have their deficiencies, one cannot avoid the 
conclusion that Mr. Maxwell, in particular, in your issue 
of December 23, has made a number of sweeping 
criticisms which are hardly justified by facts. 

The claim that the Southern Pacifics are excessively 
heavy on coal seems to be an overstatement, as, on the 
exchange trials, the coal consumed per d.b.h.p.hr. averaged 
3:57 lb. for the Western Region * King and 3-60 Ib. for 
the “ Merchant Navy": the walter consumptions being 
28°58 and 30°43 |b. respectively. The “ West Country ~ 
figures of 411 Ib. for coal and 32°64 ib. for water were 
certainly higher than those of 3°94 Jb. and 29°97 Ib. for 
the “ Hall,” although these are to some degree explained 
by the brilliant work of the S.R. engine, even allowing 
for its increased weight and power. Although the S.R 
figures do not compare well with the 3:06 and 3:12 Ib. of 
coal per d.b.h.p.hr. for the Gresley A4 and Stanie1 
“Duchess” Pacifics it must be recalled that the latter 
machine was generally run easily uphill to keep the coal 
consumption down, and time was recouped by fast work 
on falling grades. 

The Southern Pacifics certainly suffer from slipping 
troubles at starting, unless carefully handled, but these 
difliculties seem equally to beset the latest Eastern and 
London Midland Region locomotives of the same type 
The adhesion weights of 67:1, 66°0 and 63-0 tons for the 
London Midland Region, Eastern Region, and “ Merchant 
Navy” Pacifics are in close correspondence, and the 
“West Country” adhesion weight of 563 tons gives a 
roughly equal adhesion ratio in proportion to its smaller 
Starting tractive effort. 

Given competent handling, however, there is no reason 


to assume that the Southern 4-6-2s would compare badly 
with those of the Eastern and London Midland Regions if 
called on to handle their normal workings. During the 
Kings Cross-Leeds tests 1 saw the “ Merchant Navy” 
4-6-2 start her 530 tons or so of train out of Kings Cross 
on two occasions without an atom of slipping; the first 
occasion was dry, the second was in steady drizzle, and 
on both, this heavy train had to be started from No. 5 
platform, round the sharp curves and crossings necessary 
to reach the down main line into Gas Works Tunnel. On 
the Salisbury-Exeter route, with its long ruling grades of 
1 in 80 and | in 100, the “ Merchant Navy ~ locomotives 
have hauled loads of up to 650 tons gross, with which 
time has been kept or gained. 

1 cannot think of any gradient on either the East or 
West Coast routes, other than the ascent of Beattock from 
the south, which provides a stiffer test of locomotive ability 
than Seaton bank, averaging about | in 90 for seven miles. 
On this incline the “ Merchant Navy” locomotives have 
taken up to 650 tons trailing and up to 550 tons from a 
standing stari at Seaton Junction, which seems to prove 
that with capable handling the slipping difficulties are not 
insurmountable, 

When the smaller * West Country ~ Pacifics were intro- 
duced these were found capable of restarting with a trail- 
ing load of 255 tons on the | in 36 gradient of Mortehoe 
bank, which is steeper than Hemerdon, on which the 
Western Region “Castles” of similar tractive effort are 
lowed 315 tons. 

1 fully share Mr. Maxwell’s admiration for the work of 
the Western Region “Kings,” which he enthusiastically 
mention,, particularly their magnificent pre-war wock on 
the dillicult Birmingham route, but I feel that, from pub- 
lished performances, the “ Merchant Navy ~ Pacifics, with 
their streamlined steam passages and exceptional boiler 
capacity, aided by thermic syphons, could equal, if not 
surpass, the best work of the “ Kings,” except, possibly, 
in starting. One might, however, wel! doubt the ability of 
a “King” to equal some of the brilliant ‘“ Merchant 
Navy ~ performances mentioned in Mr. Cecil J. Allen’s 
book, “Locomotive Practice and Performance in the 
Twentieth Century,” in particular the feat of covering the 
73:3 miles from Wilton to Sidmouth Junction at a start- 
to-stop average speed of 58°7 m.p.h. with 575 tons trailing 
on the “Devon Belle.” 

Although the S.R. Pacifics, the “ West Country ” in par- 
ticular, did not shine greatly in their coal and water con- 
sumptions per d.b.h.p.hr. in the exchanges, they did 
demonstrate in no uncertain fashion their tractive capacity 
and general ability to maintain end to end schedules 
in spite of running and station delays. which cannot be 
other than to their credit. Hard running of this nature 
should not, with a modern design, increase the coal and 
water consumptions per d.b.h.p.hr. appreciably. provided 
it does not extend the boiler beyond its optimum steaming 
range, but some of the work of the “ West Country ~ 
engines in the tests was so exceptional that the borer 
efficiency may have been lowered, the-eby explaining the 
higher coal and water cousumption when compared with 
the “ Merchant Navy” engines during the exchanges. 

Finally, | feel that the strictures passed on the “ Leader ” 
class locomotives are a little premature, in view of their 
radical departure from established practice in many 
respects, which makes the occurrence of teething troubles 
understandable. In the bold originality of this design 
Mr. Bulleid has, for the first time in a British steam mixed- 
traffic locomotive, tackled the problem of inadequate 
adhesion under adverse weather conditions by substituting 
for the normal rigid frame de.ign the double-bogie type, 
enabling the full weight of the locomotive to be used for 
adhesion. It is to be hoped that these revolutionary 
machine: will be persevered with and will achieve greater 
success than the unfortunate Paget locomotive, which 
might have had a great influence on British locomotive 
practice had it not been consigned to the scrap heap in 
secrecy and haste. 

Yours faithfully, 
GEORGE W. CARPENTER 
6, Oak Villas, Manningham Lane, Bradford 
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Light-Fingered 
Belgian railway passengers stole 5,00 
carriage lamps and 35 fuse boxes last 
year and caused 205 train blackouts. 


os 


Locomotive * At Homes 


There were 46.736 visitors to the 125 
locomotive sheds on British Railways. 
London Midland Region, during the 
last 12 months; the figure is a record. 
Londoners headed the list—20,389 ot 
them went to Willesden, Cricklewood. 
Camden and Kentish Town sheds. 


Service 

Four people waited in vain at Thax- 
ted Station, Essex, on February 7, for 
the 9.55 a.m. (a S5l-year-old engine and 
two coaches) to start on its 6}-mile 
journey to Elsenham Junction. 

Time marched on, but the 9.55 did 
not; the veteran engine had gone out 
of action and no amount of tinkering 
could get it to move. But Eastern 
Region rose to the occasion. The ser- 
vice must go on, said the officials. A 
taxi was rushed to the station, the 
passengers were transferred to it—and 
Elsenham Junction was made on time 

From the “ News Chronicle.” 


An accountant, of Burstwick, East 
Yorkshire, leaves his home every day 
at 8 a.m. and walks to Tye Hill Station 
to catch a train to get to his office in 
Hull. As he approached the station on 
February 3 the train was pulling out 
two minutes early according to his 
watch. He telephoned the railway tele- 
graph office and checked his watch. It 
was right. He then spoke by telephone 
to the railway control room, told them 


THE 
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that their train had left early, and that 
the next train would not get him to his 
oftice on time. He was asked to wait 20 
minutes. A car arrived and he reached 
Hull only a few minutes late-—From 
“ The Times.” 


Scottish Christmas Trees 


The Christmas tree exhibitions on be- 
half of charitable organisations, which 
were featured by the Scottish region at 
a number of its principal stations dur- 
ing the festive season, met with a 
generous response from the travelling 
public. Contributions at the exhibitions 
reached the total of £1,648 5s, 2d. in 
cash, as well as 5,439 books and other 
gifts. Among the stations taking part, 
Glasgow (Central) contributed some 
£383 and 1,292 gifts; Aberdeen some 
£248 and 761 gifts; Dundee (West) 
some £203 and 924 gifts; Edinburgh 
(Waverley, West End) some £123 and 
1.420 gifts; Edinburgh (Princes Street) 
some £231 and 589 gifts. 


Light Railways Lament 


The rapidly shrinking band ot! 
wheezily ancient light railway engines 
must be creaking with dismay at the 
news that the Sheppey Light Railway 
is to close down shortly. The death- 
roll among these souvenir pocket rail- 
ways is getting heavier and heavier. The 
giddy Welsh Highland Railway, the 
sleepy Blyth Valley line from South- 
wold to Halesworth. the curvaceous line 
running through the clotted-cream 
country between Lynton and Barn- 
staple, the once-Ducal line from Quain- 
ton Road to Brill, in Buckinghamshire, 
and the Cleobury Mortimer-Ditton 

Priors railway (12 miles 





** Lost your ticket, have you ? 
to believe that?” 


“Why not? I believe the railways when they lose 


money ° 





Do you expect me 


{Reproduced from ‘‘ The Evening News’ 


in 78 exciting minutes) 
are among the lines that 
are fast becoming the 
memories of an_ older 
generation. 

What the pre-war bus 


maimed, integration ~ 
and “co-ordination ~ 


(blessed words!) are now 
killing. Very few of 
these vintage systems re- 
main. But, surprisingly 
enough, within fifty miles 
of London the “Crab 
and Winkle” railway 
between Tollesbury and 
Kelvedon still whispers 
the last enchantments of 
Victorian locomotion 
amid the Essex salt-flats, 
while the antique trains 





of the Kent and East 
Sussex line, chuffing 
sedately on their way 
between Roberts- 
bridge and Headcorn, 


carry yet their fallen 
top-hat day about them. 

Nevertheless, they seem 
doomed: what a dark- 
ness lies already behind 
the blank columns of 
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SCRAP HEAP 


Bradshaw inscribed with the romuntic 
shades of Towyn, Rhydyronen, {&ryp. 
glas, Dolgoch, and Abergynolwyn! 
From “The Manchester Guardia 


Warm Work 

A Liverpool suburban train tra: elle 
called at the booking office one very 
cold morning, and, in asking fo: his 
ticket to town, solemnly requested that 
it should be a warm one. The clerk 
date-stamped the ticket, then. with 
equal solemnity, carried the ticket ove; 
to the fire and warmed it on both sides 
before handing it over.—From th 
“ Liverpool Daily Post.” 


The Old Chief 
Whatever changes nationalisation has 
brought to the British Railways there 
are engine drivers who do give “two 
hoots” for the old times—as_personi- 
fied by Sir Feiix Pole, former General 


Manager of the Great Western Rail- 
way. 
Today (February 1) was his 73rd 


birthday, and old-timers among the en- 
gine drivers on the main Paddington- 
West Country line which runs by his 
home at Calcot, near Reading, gave 
greetings by tooting on the locomotive 
whistles. They have kept up _ this 
friendly habit for many years.—From 
“ The Evening News.” 


Alice in the Marshalling Yard 


(Scrap railways and let road trans- 
port use the tracks.—-Daily Press) 
The Shunter and the Yardmaste1 
Were walking to and fro; 

They'd worked like anything to keep 
The wagons on the go 

And both were most indignant with 
The Daily So-and-So. 


“If road transport took charge today 
“And worked for half a year, 

“Do you suppose,” the Shunter said, 
“ They'd ever keep it clear? ” 

“I doubt it,” said the Yardmaster. 
And shed a bitter tear. 


“ Por every train that we send out 
“A thousand tons may weigh; 


“How many lorries, should you think. 


“That would require each day? 
‘*A hundred lorries to each train 
“Two hundred, shall we say? ” 


“Two hundred lorries in and out 

“ Think of the men to pay, 

“Compared with one 
three— 

“What would the Staff Clerk say? 

“And that is only for one train, 

“ At one yard, in one day! ” 


* Well, in that case,” 
“To me its very plain 

**°Twould be a foolish thing to try 
“Competing with a train.” 


“How true!” replied the Yardmaster. 


And cheered up once again. 
A. B. 


train-crew of 


the Shunter said. 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 
Angelo Marshalling Yard 
st of the coal produced at the 
Ti vaal collieries of Witbank and 
Bre\ ‘en is sent to Angelo, where one 
of tne busiest marshalling yards in the 
cou try operates to assemble and de- 
spate this traffic to the ports for ship- 


meii. or to various parts of the Union 
for .ocal consumption. All this coal 
tral has to pass through the East 
Rand junction of Apex on its way to 
Angelo, and it is mainly to relieve con- 
gestion at Apex that the new line con- 
necing Springs and Welgedacht is 
being built. 


O! the heavy coal traffic, averaging 


about 50,000 tons a day, which passes 
through the Angelo yards, nearly 80 
per cent. is for local distribution 
within the Union. In addition to the 
forwarded traffic, Angelo handles a 
large number of empty wagons which 
are constantly being returned to the 
coulfields. The existing facilities hav- 


ing been found inadequate, it became 
essential to enlarge the yard. 
Construction of the new yard is being 


carried out in three stages, the first 
being the provision of better crossover 
facilities between the up and down 


yards; the second consisting of the re- 
positioning of the existing down yard 
facilities; and the third stage compris- 
ing the laying of twelve tracks for the 
acceptance and marshalling of traffic. 
together with four departure tracks and 
other incidental buildings and tracks. 

The first two stages of the pro- 
gramme have been completed and 
work is now proceeding on stage three. 
As each track is laid it will be brought 
into service. It is expected that the 
track-work at present in hand will be 
completed by the end of March, 1950. 
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Coal train hauled by Class ““15 F” locomotive at Apex Station, en route 


(From our correspondents) 


With more wagons available, coal 
production in the Transvaal reached 
new high levels in August last. [he 
total amount of coal hauled was 
1,553,525 tons. Returns for the first 
five months of the current financial 


year reflect the improvement that has 
taken place. In this period Transvaal 
collieries despatched 7,186,423 tons. 
showing an increase over the corre- 
sponding period of the previous year 


of nearly half a million tons. Local 
coal consumption amounted to 
4,733,158 tons, coal for shipment 


498,244 tons, while the remainder was 
coal used throughout the country for 
railway purposes. 


Road Motor Services 

Railway road motor 
operate over more than 25,700 route- 
miles exclusive of the tourist services 
begun with the luxury motor coaches 
imported from Canada. Since the end 
of the financial year 1948-49, new ser- 
vices totalling 963 miles have been 
introduced. A route-mileage of 526 
miles was withdrawn because of lack of 
support. The introduction of new ser- 
vices has conformed to the policy of 


services now 


encouraging agricultural development 
by providing transport between out- 


lying areas and the nearest railway. In 
South-West Africa. for _ instance, 
Gobabis is now the centre from which 
radiate services covering 343 route 
miles. 

Light vehicles have been replaced by 
heavier types and their introduction has 
led to a reduction in vehicle-mileage of 
3,637,817 and an_ increased  trailer- 
mileage of 1,734,027. Since March 31, 
1949, 68 goods and 41 dual-purpose 
vehicles have been placed in service, 


bringing the total number of motor 
vehicles io 1,043, and the number of 


9 


from Witbank to Angelo Yard, South African Railways 


trailers to 621. The principal increases 
are in passenger vehicles; and in goods 
and dual-purpose vehicles of 10-ton, 
8-ton, and 7-ton capacity. It is expected 
that a further 100 new vehicles will be 
added before the end of the present 
financial year. The capital value of 
vehicles and equipment at present 
exceeds £3,600,000. 

Although some classes of seasonal 
traffic have shown an upward trend, 
others have been affected by the serious 
drought in parts of the Cape Province 
and the Orange Free State. The total 
quantity of goods conveyed dropped 
from 1,888,071 tons in 1947-48, to 
1,806,354 tons in 1948-49, and cream 
from 2,808,867 gal. to 2,724,164 gal. In 
spite of the falling off in traffic, the loss 
sustained by the road motor services 
was reduced from £553,049 in 1947-48, 
to £307,969 in 1948-49, due largely to 
the introduction of the heavier vehicles. 


RHODESIA 

Financial Results 
Receipts for the seven months ended 
October 31 last totalled £5,835,196 and 
showed an increase of £795,185 com- 
pared with the corresponding period of 
1948. Expenses for the period 
amounting to £4,494,530 are £626,604 
more than in 1948, leaving a _ net 
operating revenue of £1,340,666 which 
was £168,581 more than last year. 
Revenue records achieved during Octo- 
ber, 1949, included £554,121 for general 
goods and £158,750 for mineral traffic. 


Operating Features 


Irain-miles totalled 669,150 during 
October, gross ton-miles being 
426,128,000, and _ net-ton miles 
194,700,000, record figures. Tonnage 
carried amounted to 466,314 and in- 
cluded 207,487 general goods. 


Coal, Coke, and Copper Haulage 

Coal and coke hauled to the copper 
mines during the seven months ended 
October 31 last increased by 13.806 
over the corresponding period of 1948. 
lhe increase in copper hauled during 
the period was 37,491. 


Victoria Falls Hotel 

The Victoria Falls Hotel, which is 
managed by the Rhodesia Railways, 1s 
being enlarged to provide 24 additional 
bedrooms, each with a bathroom. Pro- 
vision has also been made for a con- 
ference room to meet an increasing 
demand by municipalities and other 
bodies. A semi-circular lounge is to be 
added to the existing lounge, and the 
dining room will also be extended. 

For some time, and especially since 


the inauguration of the B.O.A.C. 
flying - boat Service in 1948, the 


capacity of the hotel has been taxed to 
the utmost, and many prospective visi- 
tors have been turned away. During 
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the last. financial year 153,983 meals 
were served at the hotel. or 15 per cent. 
more than in the preceding year. 


UNITED STATES 
Rock Island Suburban Line 


On November 21 last, the Chicago, 
Rock Island & Pacific Railroad intro- 
duced a new suburban diesel-hauled 
Streamline train on the Joliet-Chicago 
section. It consists of seven coaches, 
and will run onthe’ ™ Bankers’ 
Special * 7.37 a.m. service from Joliet, 
a season-ticket train. It is being worked 
by one of the 12 new 1,500-h.p. diesel- 
electric locomotives specially designed 
for this and similar suburban services. 

The new stock consists of 85-ft 
central-gangway cars each seating 102 
passengers. There are two double 
doors and steps up to them on each side 
of the car. with pneumatically-worked 
doors. In all, 20 of these cars have 
been delivered from the  Pullman- 
Standard Manufacturing Company. 
twelve of them air-conditioned and 
eight having forced-air ventilation. 
Four of the air-conditioned cars have 
lavatory accommodation, and one of 
these will be included in each train on 
the Joliet service, which covers 40 
miles. Equipment includes — all-coil 
spring bogies, roller bearing axleboxes. 


snubbers and shock-absorbers. and 
electric brakes. 
CANADA 
Demands of Unions 
Demands of two railway unions, 
representing 35,000 non-operating em- 


ployees, for wage increases. shorter 
working week, and “ union check-off ” 
were presented to a board of concilia- 
tion in Montreal and replied to by the 
railways. 

The union brief was presented by M1 
Ir. McGregor, Chairman of the joint 
negotiating committee for the Canadian 
Brotherhood of Railway Employees and 
other transport workers and_ the 
Brotherhood of Express Employees, 
both affiliated to the Canadian Con- 
gress of Labour. The railway case was 


presented in a statement read by Mr. 
R. CC. Johnston, Assistant  Vice- 
President, Personnel, Canadian 


National Railways. 

The unions seek a general wage in- 
crease of 10 cents an hour, the 40-hr 
week, as against the present 48-hr. with- 
out loss of take-home pay, and the 
* check-off ” system or deduction of 
union dues from wages. The railways 
say that the average weekly wage of 
non-Operating employees is higher than 
that in manufacturing industries and 
that wage increases to non-operating 
workers in the last four years have out- 
stripped the rise in the cost of living. 

The unions described the shorter 
working week as “ consistent with tech- 
nological progress” and in line with 
the “rapid trend “ in other industries. 
They contended that the “ check-off” 
had frequently been upheld by jurists 
and recognised authorities in labour- 
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management relationships. Ihe com- 
panies replied that the compulsory 
‘ check-off “~ where union dues are 
deducted from pay of employees 
Whether union members or not “is an 
invasion of the liberty of the individual 
and would tend to give the union enjoy- 
ing it monopolistic and undemocratic 
powers.” 


JUGOSLAVIA 
Belgrade Avoiding Line 

A comprehensive scheme otf re- 
organising the railways of Belgrade ts 
being carried out. The first stage ts 
the building of a standard-gauge avoid- 
ing line south and south-west of Bel- 
grade to connect the Nish-Belgrade 
main line with the Belgrade-Zagreb and 
Belgrade-Subotica main lines. 

It will leave the Nish-Belgrade main 
at Kijevo. 7} miles south-east of 
Belgrade and, turning westwards, pass 
under the hills south ot Belgrade in a 
tunnel 4.986 tt. long to near Zeleznik, 
on the narrow-gauge line leading from 
Belgrade along the southern bank ot 
the River Sava to Obrenovac and then 
turning south into western Serbia. This 
line is the northernmost section of the 
narrow-gauge Belgrade-Sarajevo route 
via Cacak and Titovo Uzice used before 
the war by the first diesel train in the 
country, Known as the Mad Sara- 
jevan.” It is probable that the line will 
be converted to standard-gauge at least 


line 


between Belgrade and Obrenovac. 
Where there is an intensive suburban 
traffic 

he new line will run. westwards 


from Zeleznik to Ostruzhnica and cross 
the Sava by a bridge. 2,204 ft. long and 
partly completed. Running due north 


from the bridge it will join the 
Belgrade-Zagreb main line at Zemun 


Novi Grad Station, 64 miles north-west 
of Belgrade: there. connection will also 
be made with the main line for 
Subotica (and thence for Budapest) 
There will be intermediate stations at 
Rakovica, Dushanovac, Ade Huje. and 
Makish. The building of the line, in- 
cluding work in connection with Kijevo 
Tunnel and the Sava bridge, was begun 
in December, 1948 

The railway will be of importance for 
the outer-suburban traffic of — the 
rapidly-expanding city, but its main 
value will be in easing congestion of 
traffic at the goods stations and yards 
of Belgrade, which has become so 
serious that it has proved necessary to 
decentralise the goods traffic by instal- 
ling temporary marshalling stations for 
the transit traffic outside Belgrade 


Stations in Belgrade 

The present temporary main station 
in Belgrade, built to replace the old 
station destroyed during the war. will 
be replaced in turn by a modern station 
in the old part of the town south of the 
Danube, and another station in the new 
part of Belgrade, both to be connected 
by a reinforced concrete bridge over the 
Danube carrying two tracks. The 
bridge will be 6,560 ft. long. The main 
line from Nish will reach the new 
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southern station by a tunnel underneath 
the hilly quarters of the city. The site 
of the present main station will be :on- 
verted into an extensive park. re. 
liminary work for the carrying ow: of 
this scheme is already in hand. 


Oil-Burning Locomotives 


Oil-burning is to be adopted gi idu- 
ally for a number of main line 
locomotives of the State Railways 
According to a recent official info:ma- 
{ion, the conversion from coal to oil 
fuel began in December and is being 
carried out in various depots in the 


areas nearest to oilfields. 


ROUMANIA 


Agreement with Jugoslavia Repudiated 


It is stated that the railway agree- 


ment concluded with Jugoslavia on 
September 3, 1946, concerning — the 


transit of Jugoslav trains through Rou- 
manian territory has been repudiited 
It is not Known whether the transit of 
Roumanian trains through Jugoslay 
territory has also been affected 

There are two services connecting 
both countries. One between Belg:ade 
and Bucharest via Pancevo. Zrenjanin, 
Kikinda, and Jimbolia. Second class 
and third class through carriages work 
this route between Belgrade «nd 


Ovel 
lasi. on the Soviet Union-Roumanian 
frontier. The other connects Bazhias. 


on the Danube, and Timisoara 

A third line linking the two counties, 
between Jasha Tomic and Crucenl, has 
no through service. 


GERMANY 


Railcars between Bonn and Berlin 
Negotiations are reported to be 
progress between the Federal Ratiways 
and the Railway Administration fo 
Eastern Germany with a view to the 
intreduction of an express railcar ser- 

vice between Bonn and Berlin 


Locomotive Orders 
A locomotive order recently placed 
by the Federal Railways is for 22 steam 
locomotives to be built by Krupp at 
Essen. If the expected additiona 


credits are forthcoming, locomotive 
orders are also to be placed with 
Krauss-Maffei, Munich, and with 


Maschinenfabrik Esslingen. of Esslin 
gen (Wiirttemberg). 
Miinchen-Gladbach Station 

A new station building at Miinchen- 
Gladbach on the Cologne-Kalden- 
kirechen-Amsterdam main line 1s nearing 
completion. The first two of the sta- 
tion waiting rooms were opened to the 
public at the end of 1949. Miinchen- 


Gladbach. 36 miles north-west 0! 
Cologne, and 16 miles from Ka!den- 
kirchen, the German frontier station, 


suffered heavily from air raids because 
of its importance as a junction of 4 
main line connecting via Dusseldor! 
with the railway system in the Ruhr 
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Ulster Transport Authority 


Headquarters and workshops designed for integrated working 


W IN the —_ Ulste: Transport 
Authority came into being, one 
of the first obvious requirements was 


the provision of adequate accommoda- 
tion for the headquarters administra- 
tive stall The headquarters staff of 
the former Northern Ireland Road 


Transport Board was housed in various 
p-operties in the centre of the 


rent 

city. While those of the Northern 
Counties Committee and Belfast & 
Cot Down Railways occupied 
office it York Road Station and 
Queen's Quay Station respectively. 


A five-storey building was purchased 
ynverted into offices for the head- 
administrative — staff. The 


ind 


quarters 




























shade. Hardwocd strip floors have been 
superimposed on the rough floor plank- 
ing, the strip flooring in the corridors 
being laid longitudinally. 

In designing the layout of the new 
offices for the convenience of the public 
and efficiency in working, the enquiry 
otlice was sited on the ground floor 
convenient to the front entrance. Most 
of the general public will not require to 
proceed beyond this room. 

The Board Room and the offices ot 
the Chairman. Secretary and Chiel 
Officers are on the floor, except 
for that of the Chiet Traffic Manager 
which is on second floo1 his 
staff. The general design of the rooms 


first 


the near 











Plan showing the layout of 


tour 
the 


by 


lor 


new premises was governed 


conside:ations—convenience 


public: healthy and suitable conditions 
for the staff: integration of manage- 


ment: and economy in working 

This building is centrally situated in 
Linenhall Street, near the City Hall. 
The building previously had been used 
as a linen warehouse, with only a small 
part of the ground and first floors as 
offices. Building control restrictions 
had considerable effect in determining 
the materials used and the methods of 
construction in converting the building 
into offices. The partitions used 
on the first floor are of plastic construc- 
tion with a wood veneer, in this case 
mahogany. The remaining floors have 
double-side steel partitions with glazed 
upper panels. These steel partitions 
have been treated to prevent “ drut: 
ming * and the glazing is of heavy glass. 
mounted in rubber. On each floor the 
Partitions are painted a _ distinctive 


best use has been made of both forms 
of transport. This also applies to the 
Rates & Fares Department. 

The fourth floor is occupied by stafi 
concerned more with the internal work 
of the Authority than with the public, 
such as Rolling Stock Control, Engi- 
neering, and Staff Administration. 

The fifth floor was added as part ot 
the reconstruction and occupies what 
was formerly roof space. On it is the 
staff canteen with a_ well-equipped 
kitchen and service counter. 


Combined Road-Rail Workshops 
The workshops on the railway side. 
and still more so on the road side, were 
























mahogany-veneered plastic partitioning 
up to 8 ft. and cream plastic above that 
height Ihe Board Room 
wall of plastic partitioning inside the 
outer wall of the buiiding, and ill ser- 
Vice pipes and 
behind this 

In addition 
Manager, the Freigh 
staff and the Secretary's staff are on the 
second floor: the Accountant and Pas 
senger Manager and their staffs togethe 





has a_ false 


conduits are concealed 


to the Chief Trathc 
t Manager with his 


with the Rates and Fares staff are on 
the third floor. 

The internal organisation of the 
oifices is of interest For example, 


under the general scheme of co-ordina- 
tion of rail and road services, staffs are 
integrated The result of this is, for 
example, that the Traffic Planning See 
tion is in a position to produce com- 
bined rail and road timetables and to 
frame arrangements in connection with 
special events in the knowledge that the 


policy in acquiring and adapting these on this floor is simple: the walls are of found to be inadequate It be- 
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the new combined rail and road engineering shops of the Ulster Transport Authority at 
Duncrue Street, Belfast, which covers about seven acres (see also page 


163) 
came imperative, therefore, to  pro- 
vide new combined workshops. A suit- 


able site was found on property belong- 
ing to the Northern Counties Con:- 
mittee at Duncrue Street, and, by the 
acquisition of some adjacent land, space 
for a new factory was made available, 
including proper running maintenance 
facilities and parking ground. 

The aim in this scheme is to bring ail 
the dispersed clements of mechanical 
engineering together, apart from loco- 
motive renewal and repair and the 
manufacture of new bus bodies, thus 


giving the maximum control and pro- 
viding for a measured, flexible and 
economic output. It is thought that 


these workshops are the first specifically 
designed for combined road and sail 
engineering work. 

At the Dunmurry shops, in addition 
to new bus bodies, railway coaching 
stock and road freight vehicles are 
being built. 
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The New Chiromo Bridge, Nyasaland 


A span weighing 320 tons launched on 
pontoons from one bank of the river 





A NEW bridge carrying the Nyasaland 
Railways over the Lower Shire 
River, at Chiromo, Nyasaland, has now 
taken the place of the former structure 
which was destroyed by floods. 
The Lower Shire River is the sole 





largest lake in Africa. Exceptionally 
severe rainy seasons in recent years 
have resulted in abnormal rises in the 
level of the river. 

The channel of the river is filled with 
sudd, or thick underwater growth, and 






















away to such an extent that the 


iver 
becomes choked with the floating 
vegetation. 

In March, 1948, the water rose so 
high that the sudd, which at first 


clung only to the bridge piers, piled up 




































































































outlet from Lake Nyasa, the third at times of flood, the waters tear this and became firmly wedged against the 
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Main span waiting to be lowered on to pontoon before launching 


rders along the 300 ft. of the bridge. 
The bridge was slowly carried away, 
some of the girders floating for half 
mile before sinking through the sudd. 

But for the war the old bridge wou'd 
have been replaced, and a contract for 
a new bridge nad already been placed 
with the Cieveland Bridge & Engineer- 
in Co. Ltd., of Darlington, the builders 
of the Lower Zambesi Bridge. This 
enabled wo:k to begin at the site soon 
after the collapse of the old bridge, and 
in the meantime a train ferry was im- 
provised. 

It consisted of two old Zambesi stern- 
Wheel steamers with two river barges 
lashed between them on which wagons 
were ferried. The tonnage of goods 
ferried into Nyasaland in nine months 
of operation was 72,130, and that of 
goods exported, 28,561. Passenger 
traflic was not large enough to warrant 
the ferrying of coaches. 

The new bridge has one centre span 
of 258 ft. and side spans of 160 ft. The 
fears of a recurrence of the flood condi- 
tions precluded the usual method oi 
supporting the girders on staging built 
on the river bed. The centre span was 
therefore erected on the north bank, 
ready for placing in position when con- 
ditions were favourable. 


gs 


Method of Launching Span 

[he main span was erected on sup- 
ports at each panel point, the heights of 
the supports being adjusted to give the 
correct erection camber—panel point 
L.8 was 24 in. higher than L.O. and 
L.16 in Fig. 2. 

When the span was completely assem- 
bled and all holes in the main joints had 
been filed either with rivets or paraliel 
drifts or service bolts, heavy bogies 
were put in be!ow panel points L.4 and 
L.12 on either side and the span was 
lowered on to these bogies. A ?-ft. 
gauge track had been laid below each 


girder on which these bogies could 
travel. The span was then pulled for- 


ward by wire ropes hauled by the steam 
Winches of the 5-ton derrick crane and 
3-ton locomotive crane for a distance ol 


64 ft. 61n., panel point L.4 then being 
over the north pier and the length L.O- 
L.4 projecting over the river. This 
movement was effected on November 3. 
(The arrangement of the hauling gear 1s 
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the situation was then as shown in the 
fi.st il ustration. 

On November 7 the pontoons were 
placed in position under panel point L.2 
and the weight of the span transferred 
to them from pier 2, as shown in thie 
second illustration. The span was 
then hauled across the river until 
the end was over the bearings on 
pier 3. 

The layout of the wires and 
winches for this part of the ope:ation 
was as shown in Fig. 3. During the 
hauling the leading end of the span was 
kept accurately in line by adjustment of 
the lengths of the two wires from the 
pontoons to the river banks upstream 
and one wire to the river bank down- 
stream. 

When the end of the span had arrived 
over pier 3 it was lifted on jacks to 
release the weight from the pontoons, 
and then lowered on to the bearings. 
The end over pier 2 was then lifted 
from the travelling bogies, the bearings 
were put in place and the end of the 
span was lowered into position. 

In the condition in which the main 
span was launched it weighed about 300 
tons. The operation of joining the 
centre span and that already erected 





End of span resting on pontoon 


shown in Fig. 1.) The bogies under 
L.12 were then moved back to L.16 and 
the cab es were laid out across the river 
for hauling the span the remainder of 
the distance. 

Due to the extremely low level of the 
river, it was not possible to move the 
pontoons, which with their staging were 
to support the leading end of ‘he span, 
sufficiently close to the shove io take 
the weight of the span at L.2. The pon- 
toons were therefore placed in position 


under LO, the span was lowered on to 
tnem and hauled out a further 32 ft. 
3 in. until panel point L.6 was over tlic 
pier. 

The weight was then taken on the 
pier and the pontoons removed. This 
move was made on November 6 and 


on the south bank occupied half an 
hour. The first train crossed the new 
bridge on January 6 and the official 
opening by the Governor of Nyasaland 
took place on January 17. 


EXHIBITION OF LC.1. TECHNICAL LITERA- 
TURE.—An exhibition of technica] literature 
held by Imperial Chemical Industries in 
July. 1949, mainly for its head office staff, 
aroused a good deal of public interest 
and it has been decided to stage a second 
exhibition in a more novular form at the 
Academy Cinema Exhibition Hall, Oxford 
Street, London. W.1, on weekdays from 
March 6-17. I.C.I. publishes new tech- 
nical literature at the rate of 800 publica- 
tions a year. and from  2.000,000 to 
4,000,000 copies are printed annually. 
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The New Chiromo Bridge, Nyasaland 
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Centre span floating on pontoon and approaching pier 
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Centre span in position, ready for joining to south span 
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Launching operation completed, and span lowered on to pier 
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Rail and Road Workshops in Ulster 


(See also pages 153 and 159) 


Interior of the new Duncrue Street workshops showing part of the railway carriage and wagon shop and the road 
vehicle body shop in the background 


Restaurant car and sagirdech bus under construction at the Dunmurry workshops 
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Single-Deck Bus of Integral Construction 


Design incorporating an uninterrupted 
floor level and vibrationless steering 


RECENT development in single- 
deck buses for road _passen- 
ger transport is the Olympic type 
jointly developed by Leyland Motors 
Limited and Metropolitan Cammell 
Weyman Motor Bodies Limited. This 
type of bus, which is in production at 
the present time, has been designed both 
for home and overseas use, the latter 
inco:porating right- or left-hand drive, 
while the drive in the former is con- 
ventional. 
Entirely of integral design, the struc- 
tural members carrying the power and 
running units are of high-grade steel, 





the waistline are of heavy gauge, form- 
ing part of the load-carrying structure, 
the wheel-arches are of stainless 
steel, providing freedom from corrosion 
during the life of the vehicle. The 
underfloor and the inside surfaces of the 
panels sprayed with a_ sound- 
deadening compound. 


are 


Interior Design Features 
The driver’s compartment is separated 
from the passengers’ saloon by a waist- 
high partition on the driver’s side and 
a hinged guard-rail on the gangway. 
The windscreen and side windows of the 


engine, located amidships, under the 
floor of the coach; the crankcase .nd 
cylinder block is a monobloc iron cist- 
ing with pre-finished shoulder-locs ted 
dry-type liners; the two cast-iron cy |\in- 
der heads are detachable and identical, 
Delora Stellite-faced inlet and exhaust 
valve seats are frozen into machined re- 
cesses in the valve stems, which are 
chromium-plated to reduce wear: the 
crankshaft is an alloy-steel forging, 
hardened by the nitriding process, and 
carried in seven main idium-coated 
shell-type bearings. The connecting rod 
big end bearings are of similar design 


Interior view of single-deck bus showing seating accommodation 


with pillars, longitudinal members, outer 
pane.s, roof framing, and roof panels 
of aluminium alloy; the longitudinal 
load-carrying members virtually extend 
from the floor line to the under-side of 
the windows, and in a iesser degree up- 
wards into the roof. To combat tor- 
sion movement, the transverse members 
extend from the lowest point of the 
underframe to the underside of the floor 
and to the waistline at the front and 
the rear. 

Weight distribution in relation to the 
accessibility of the power unit and fit- 
tings is a feature of the design, and the 
maintenance of the injection pump, 
injectors, valve gear, and filters can be 
carried out from the outside of the 
coach; the power unit can also be 
removed without difficulty. 

A substantial aluminium bumper is 
carried around the vehicle, and the 
outer panels from the bumper rail to 


driving compartment have a_ lower 
sight sine than the saloon windows, p:o- 
viding ample visibility. The entrance 
door is power operated, and the emer- 
gency all-metal door is provided with 
accommodation handles on the interior 
and exterior; the main side windows are 
divided into two portions, the top being 
fitted with a horizontal sliding window, 
and the lower portion having a fixed 
g_ass. 

Seating accommodation is arranged 
on both sides of the centre gangway. 
The seat framing is of tubular Steel 
frames, with polished open-type top 
grab rails. Seat cushions and backs are 
upholstered in leather on sponge-rubber 
fillings. The body-sides below the waist 
rail are lined with panels suitably 
finished to match the interior colour 
scheme. 

The engine is a horizontal six-cylin- 
der direct-injection compression-ignition 


to the main bearings, phosphor bronze 
bushes being used for the small ends, 
and the connecting rods are heat-treated 
alloy-steel stampings. 

The pistons are of a special alu- 
minium alloy, and fitted with three coin- 
pression and two oil-scraper rings, the 
combustion chamber being machined in 
the piston crown to form a toroidal 
cavity; the gudgeon pins are fully- 
floating and retained by clips. The cam- 
shaft is of forged steel with integral 
cams. 


Lubricating and Fuel System 
Oil is delivered to the engine by a 
gear-driven pump from a helical gear 
on the rear of the camshaft. There is 
a full-pressure supply to the main, big 
end, and camshaft bearings; the oil 
passes through a large-capacity filter of 
the full-ilow type, the capacity of the 
(Continued on page 165) 
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A Lightweight Hydraulic Jack 


Remains in place during movement of traffic 


ERE has recently been developed 

] for use on the permanent way a 
| veight hydraulic jack weighing 55 
ind having a lifting capacity of 
1s on the toe and 8 tons on the 
A series of preliminary tests has 

5 n that loads as high as 5 tons are 
y met with in lifting single turn- 


Hydraulic jack in position with toe below rail 


the jack, 
for all 


outs, and the capacity of 
therefore, should be ample 
normal purposes. 

The base of the jack has an area 
of 80 sq. in., which results in a pres- 
sure of 3:5 tons per sq. ft. on the 


Single-Deck Bus of Integral 
Construction 
(Concluded from page 164) 
system being approximately 5:5 gal. 
Fuel is supplied by a C.A.V. pump used 
in conjunction with Leyland Multi-hole 
injectors. 

\ combined mechanical and 
vacuum-operated governor is fitted at 
the rear of the injection pump; a dia- 
phragm-type lift-pump, incorporating a 
hand priming device, supplies fuel to 
the injection pump at constant pressure. 

The change-speed unit is mounted on 
the left-hand side of the driver. Opera- 
tion to the gearbox is by means ol 
tubular shafts and knuckle joints. 
There are four forward speeds and re- 
verse, with constantamesh in fourth, 
third, and second speeds; engagement is 
by synchromesh. 


ballast, and the toe has ample projec- 
tion for use with a flat-bottom or bull- 
headed rail. The top of the jack is 
5 in. about the lifting toe, and during 
lifting operations the head does not 
project above rail level, which means 
that the jack can be used during 
movement of traffic, should it be neces- 


sary to allow traffic to pass while the 
jack is in position. In such circum- 
stances, however, pressure must be re- 
leased, and for this purpose the jack 
is fitted with a release valve which is 
incorporated in the pump lever socket. 


The clutch is of the single dry-plate 
type 164 in. dia., faced with linings } in. 
thick on the flywheel side and ~ in. 
thick on the pzessure plate side; a 
flexible clutch centre is used. Clutch 
adjustment is effected by means of four 
stages of adjustment on the clutch with- 
drawal levers to allow for wear of the 


linings. 

Other features provided in_ the 
design include vibrationless steering, 
and vacuum servo-brakes; air brakes 
are fitted to overseas models. The 
engine data are as follow: — 

Bore and stroke 4-8 in. 5-5 in. (121-9 mm. 


139-7 mm.) 
597 cu. in. (9°8 litres) 
410 Ib. fe. (56-7 kg.-m.) at 900 r.p.m. 
Minimum 0-34 pts. b.h.p. hr. 
(162-8 grm. h.p. hr.) 
Maximum 0-36 pts. .b.h.p. hr. 
(172 grm. /h.p. hr.) 


15-75 to | 


Cubic capacity ... 
Maximum torque 
Fuel consumption 


Compression ratio 


To release the pressure, the pump lever 
requires to be given a twist to the left, 
When the release of the load is 
instantaneous; the handle is not fixed 
in its socket and can be readily with- 
drawn. The pump ratio is adjusted to 
prevent overloading, the maximum lift 
being 5 in. 





Showing the ease with which the jack is handled 


The new jack, known as the Kenhi 
(MK.1) which can be used for lifting 
and slueing, has been designed by the 
Kenitra Co. Ltd., 48-50, St. Mary Axe, 
London, E.C.3. It has been tried out 
experimentally on British Railways. 


PUNJAB TRAIN SMASH.—Fifty persons were 
killed and 60 injured in a collision 
which occurred between two trains at Sir- 
hind Station, 30 miles from Ambala in 
East Punjab. 


FRANCO-BRITISH Day AT PARIS TRADE 
Fair.—During the second week of the 
Foire de Paris, May 13-29, a Franco- 


British day will be held, on May 25 or 
26, when British businessmen will be the 
guests of the organisers at a banquet. A 
delegate of the Fair has already visited 
Britain to invite businessmen to visit the 


Fair in groups. A special programme 
has been drawn up, covering hotel and 
meals, sightseeing, and so on. from 


arrival in Paris on the evening of May 21 
to departure on the morning of May 27. 
Group visitors will receive a permanent 


free entrance card. Those interested in 
the Franco-British celebration should 
write to the Foire de Paris, 23, Rue 


Notre Dame des Victoires, Paris, 2e. 
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Pacific Locomotives for Western Australia 


North British 4-6-2 “PM” class main-line 
locomotives with steam power reversing gear 


HIRTY-FIVE Pacific type locomo- 
tives are nearing completion at 
the Hydepark works of the North 
British Locomotive Co. Ltd., Glasgow, 
for the Western Australian Government 
Railways. These new _ locomotives, 
which are designated “ PM ” class, are 
a modified version of the 4-6-2 “P” 
class built by this firm in 1924 and are 
to the design and requirements of the 
railway administration. 

The main frames are of steel plates 
1 in. thick and suitably stayed through- 
out. Skefko rolling-bearing axleboxes 
are titted to the engine bogie and truck 
axies, and to the coupled axles of the 
last 16 engines; the gaps on the frames 
are arranged to accommodate either 
plain or roller-bearing axleboxes, and 
manganese steel liners are fitted to the 
axleboxes and guide faces. Wedges are 
of the spring-controlled self-adjusting 
type and lubrication of the plain bear- 
ing axleboxes and the horn cheeks is 
by means of two Silvertown six-feed 
lubricators 
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The rear portion of the frames is 
spaced further apart by means of a 
frame joint casting and hind dragbox 
to accommodate the ashpan of large 
volume. The hind truck roller-bearing 
radial axleboxes are securely tied 
together by plate framing, and spring 
side control gear is provided. Lami- 
nated bearing springs are of the over- 
hung type without compensation. 

Walschaerts valve gear actuates 10 
in. dia. piston valves, and the reversing 
gear is of the Hadfield steam-power 
type mounted on a bracket attached to 
the engine frame. The cylinders are lubri- 
cated by Detroit sight-feed lubricator. 

The boiler barrel is parallel and con- 
sists of two rings with an external dia- 
meter of 4 ft. 9 in. at the firebox end; 
all tubes are of Aquacidox steel. The 


boiler has a Belpaire firebox with a 
steel inner box of all-welded construc- 
tion and stayed to the outer roof by 
direct roof stays; rigid waterspace stays 
at the throat and top corners of the 
back plate are of Monel metal and 


stays in the firebox sides are of Loag- 
strand hollow steel. 

The superheater, comprising 21 :ie- 
ments and incorporating an anti- 
vacuum valve, is supplied with steam 
from a regulator of the Joco “O” type 
situated in the dome, and the boiler und 
firebox are lagged throughout with 
J. W. Roberts plain lightweight asbestos 
mattresses. 

Boiler fittings include two 3 in. cia. 
Ross pop safety valves, two Gresham 
& Craven No. 9 mm. R.C.W. injectors, 
an Everlasting blow-off cock, and two 
sets of water gauges and protectors. 
The steam turret is provided with the 
necessary valves for supplying steam to 
injectors, ejector, lubricator, steam re- 
verser, electric lighting, turbo-genera- 
tor, and whistle. 

Vacuum brake equipment is fitted on 
the engine and tender with one 24 in. 
dia. cylinder on the engine and one 
21 in. dia. cylinder on the tender. 
Stones electric lighting equipment in- 

(Continued on page 169) 
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RAILWAY NEWS SECTION 


PERSONAL 


EsStERN & N.E. REGIONS APPOINTMENT 
Railway Executive announces that, 

wi he concurrence of the British Trans- 

pi Commission. Mr. J. F. Harrison, 


Ass stant Chief Mechanical Engineer, 


Eastern & North Eastern Regions, Don 
caster. has been appointed Mechanical & 
Electrical Engineer, Eastern & North 
E n Regions, Doncaster. This ap- 


accordance with the orga- 


po nent is in \ 
Mechanical & Electrical 


nis tion for 


Superintendent. Doncaster, to be Adminis- 
trative & Motive Power Assistant to the 
Chief Officer (Motive Power). 


Mr. R. T. Robinson has been appointed 
a Director of the Dorada Railway Co. 
Ltd. and the Dorada Railway (Ropeway 
Extension) Limited. 


Mr. H. J. Comber, Chief Officer for 
Labour & Establishment, London Midland 
Region, British Railways, who, as recorded 
in our December 30 issue, is retiring, 


from its inception beginning with the Arbi- 
tration Awards of 1909 and the introduc- 
tion of conciliation machinery in 1911. 


Mr. Robert Simpson, M.B.E., Regional 
Staff Officer, Scottish Region, British Rail- 


ways, who, as recorded in our December 
30 issue, has been appointed Regional 
Staff Officer, London Midland Region, 


entered the service of the Caledonian Rail- 
way as a junior clerk in the Locomotive 
Department at Stirling in 1905. He was 
transferred to the Aberdeen depot on staff 





Mr. H. J. Comber 


Chief Officer for Labour & Establishment, 
London Midland Region, who is retiring 


Engineering which js being standardised 
throughout British Railways; the work 
hitherto covered by the departments of the 
Chief Mechanical Engineer and the Elec- 
trical Engineer in the Eastern and North 
Eastern Regions is now being reorganised 
under the Mechanical & Electrical Engi- 
neer (Mr. J. F. Harrison), the Carriage & 
Wagon Engineer (Mr. A. E. Robson), and 
the Road Motor Engineer (Mr. W. Guy 
Jones). The new organisation will be im 
plemented in stages. 


RAILWAY EXECUTIVE APPOINTMENTS 

The Railway Executive announces that, 
with the concurrence of the British Trans- 
port Commission, the following appoint- 
ments have been made at Railway Execu- 
tive Headquarters :— 

Mr. H. E. Kemp, Outdoor Carriage & 
Wagon Assistant, Southern Region. Lon- 
dom Bridge. to be Executive Officer 
(Wagons). 

Mr. B. Adkinson, District Motive Power 


entered the service of the L.N.W.R. as a 
junior clerk in 1903, and, after several 
years station experience, was promoted to 
the District Superintendent’s Office of the 
Southern Division. He was promoted to 
the General Manager's Office in 1911, to 
undertake responsibilities in connection 
with the staff problems arising from the 
Labour Movement, then in its early stages. 
Mr, Comber was associated with the intro- 
duction of the system of scales of pay for 
the clerical staff on the L.N.W.R. and the 
subsequent grading of positions. With 
the railway amalgamations, he took charge 

of the salaried staff side of the work for 
the group company, and became Assistant 
for Salaried Staff. Later he became 
General Assistant, with general responsi- 
bility for all phases of staff and labour 


work. He was appointed Chief Officer for 
Labour & Establishment, L.M.S.R., in 
March, 1943. Mr. Comber has been an 


active participant in the growth of the 
conciliation and negotiating machinery 


Mr. R. Simpson 


Appointed Regional Staff Officer, 
London Midland Region 


administration and locomotive accoun- 
tancy work in 1909, and to the Locomotive 
Superintendent's Office in Glasgow in 1915 
as Staff Clerk in connection with work- 
shops and locomotive running shed staff. 
On the amalgamation of 1923 he was 
transferred to the Operating Department 
(Motive Power Section) of the L.M.S.R.., 
and in 1932 he became Chief Staff Clerk 
(Motive Power). In 1939 he was appointed 
Chief Staff Clerk, Operating Manager's 
Department, which position embraced 
salaried, conciliation and workshop grades 
in the traffic, goods and motive power 
sections. On September 1, 1947, Mr. 
Simpson became Staff Assistant, Operating 
Manager’s Department, responsible for 
administration and staff management of 
all railway operating grades (traffic, goods 
and motive nower) in the Northern Divi- 
sion, L.M.S.R., and a member of the 
L.M.S.R, Sectional Councils Nos. 2, 3 and 
4. He became Regional Staff Officer, 
Scottish Region, on January 1, 1948. 
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Mr. R. R. Jones 


Appointed Assistant Manager, General 
Railway, Argentina 


Belgrano 


Mr. Rodolfo R. Jones, who, as recorded 
in our issue of November 25 last, has been 
appointed Assistant Manager of the 
General Belgrano Railway (former Argen 
tine State system, less the lines in Pata- 
gonia), entered the service of the Argen- 
tine Great Western Railway (later worked 
by the Buenos Ayres & Pacific Railway) 
in 1900. In 1934 he passed into the Civil 
Service, in which he remained until July, 
1948. With the setting up of the Ministry 
of Transport he was appointed Head of 
the Railway Control Department. and 
later he became Chief of the Northern 
Zone of the General Belgrano and General 
Mitre lines. Mr. Jones is a great-grandson 
of Captain Roman Jones. of the 7Ist 
Regiment (which saw active service during 
the English invasions of 1807 under the 
command of Sir Carr Beresford), who 
settled in Argentina. A brother of Mr. 
Jones. and one of his uncles, became 
Generals in the Argentine Army; and 





Mr. W. J. Manclark 


Purchasing Officer, 
Executive 


Appointed Fuel 
Railway 


Mr. D. S. Purdom 


Appointed Chief Mechanical Engineer, 
General Roca Railway, Argentina 


another uncle was at one time Governor 
of the Province of San Juan, Argentina. 


Mr. Douglas S. Purdom, M.I.Mech.E., 
who has been appointed Chief Mechani- 
cal Engineer of the General Roca (former 
Buenos Ayres Great Southern) Railway, 
served his apprenticeship at the Cowlairs 
Works of the North British Railway, sub- 
sequently becoming Inspector of Materials 
for that railway. After three years ex- 
perience as Assistant to the Managing 
Director of Bennetts Iron Foundry Com- 
pany, of Stocknort, he joined the Buenos 
Ayres Great Southern Railway in 1924 
as a technical assistant in the workshops 
at Remedios de Escalada. He became 
General Assistant to the Chief Mechanical 
Engineer in 1939, and Princinal Assistant 
in 1947, 


Mr. J. W. Terrington, Assistant Super- 
intendent (Operating), East African Rail- 
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Mr. J. W. Terrington 


Who recently retired as Assistant Superintendent 
(Operating), East African Railways & Harbours 


ways & Harbours. who, as recorded in 
our January 27 issue, has retired, was born 
in 1892, and joined the North Eastern 
Railway in the Middlesbrough district at 
the age of 14. During the first world 
war he served with the 2nd Battalion, 
Sherwood Foresters. and was mentioned 
in despatches. In 1919 he joined the 
former Uganda Railway, and in 1928 be- 
came District Traffic Superintendent, EI- 
doret. Subsequently he held posts at 
Nairobi, Nakuru and Kampala, and in 
1937 was transferred to headquarters at 


Nairobi as Assistant Superintendent 
(Operating). 
Mr. W. J. Manclark, Assistant Stores 


Superintendent, London Midland Region, 
British Railways, who, as recorded in oui 
January 27 issue, has been appointed Fuel 
Purchasing Officer, under the Chief Office: 
(Stores), at Railway Executive Head- 
quarters, was born at Richmond, Surrey, 





Mr. H. 


Appointed Assistant Chief Regional Officer. 
estern Region 


G. Bowles 


Mr. J. W. Terry 


Appointed Acting Stores Superintendent, 
Southern Region 


OE heared 
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and educated at Lord Weymouth’s Gram- 
mar School, Warm.nster, He entered the 
service of the L.N.W.R, in the Mineral 
Tratfic Manager’s Office at Euston, and 
was transferred to the then newly- -formed 
Central Purchasing Office of the General 
Manager’s Department in 1910. After 
occupying other posts connected with pur- 
chasing he became Assistant for Purchas- 
ing to the Chief Stores Superintendent, 
L.M.S.R., in 1929, assuming responsibility 
for the purchase of coal in 1933. Mr. 
Manclark has visited British Columbia, 
Eastern Canadian Provinces, Newfound- 
land and several European countries in 
connection with his work. He was Chair- 
man of various railway coal committees 
during the war, and in 1948 was appointed 
Assistant Stores Superintendeai, 
Midland Region, and was made Liaison 
Officer for the Railway Executive in con- 
nection with coal supplies. In August, 
1949, he wes appointed Chairman of the 
——— Committee for the Salvage 
of Fuel. 


Mr. H. G. Bowles, Assistant to Chief 
Regional Officer, Western Region, British 
Railways, who, as_ recorded in our 
February 3 issue, has been appointed 
Assistant Chief Regional Officer, entered 
the service of the Great Western Railway 
in the Goods Department at Paddington 
in 1913, and three years later was trans- 
ferred to the Reading district. After seven 
years general experience, including a 
period of training in the Traffic Depart- 
ment, he was, in 1923, appointed to the 
General Manager’s Office, where he had 
extensive experience of the major ques- 
tions arising from the administration of 
the railway and its ancillary and associated 
undertakings, and of several Government 
and other inquiries affecting transport. In 
1941 he became Head of the Section 
which covered, among other matters, rail- 
way and docks rates and charges, rolling 
stock and stores, statistics and accounts, 
and road and rail co-ordination. In April, 
1946, he was appointed Chief Clerk to the 
General Manager, and, following nationa- 
lisation, Assistant to the Chief Regional 
Officer, Western Region. Mr. Bowles has 
been prominently associated with the 
G.W.R. (and now Western Region) 
(London) Lecture & Debating Society for 
many years, and with the activities of the 
other staff organisations. 


Mr. J, W. Terry, M.C., Assistant Stores 
Superintendent, Southern Region, British 
Railways, who, as recorded in our 
January 27 issue, has been appointed 
Acting Stores Superintendent, was edu- 
cated at the Whitgift Middle School. 
Croydon, and joined the L.B.S.C.R. in 
1908 as a junior clerk in the Storekeeper’s 
Office at New Cross. He volunteered for 
military service on the outbreak of the 
first world war, in which he gained a com- 
mission and was awarded the M.C. He 
returned to the Storekeeper’s Department, 
and in 1923 was appointed to the Pur- 
chasing and then to the Sales Section of 
the Southern Railway at Waterloo. Mr. 
Terry became Chief of the Purchasing Sec- 
tion in 1940, Indoor Assistant to the 
Stores Superintendent in 1945, and Assis- 
tant Stores Superintendent in 1947. 


Mr. I. A. R. Stedeford, Chairman & 
Managing Director of Tube Investments 
Limited, is leaving England in the Queen 
Elizabeth on February 15 on a_ business 
tour, during which he will visit the United 
States, Australia, New Zealand and South 
Africa. He will travel by air after his 
arrival in America. He will be accom- 


London 
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panied by Mr. E. D. E. Andrewes, Man 
aging Director of the Tube Investments 
export organisation, T.I. (Export) Limited, 
and he will return to England in mid- 
April. Last year Mr. Stedeford visited 
India and South Africa. 


Sir Harry Railing, Chairman & Joint 
Managing Director of the General Elec- 
tric Co. Ltd., sailed in the Pretoria Castle 
on February 2 for an extensive tour of 
southern Africa. during which he will 
visit the head office and branches of the 
British General Electric Co. Ltd., at Johan- 
nesburg, Cape Town, Port Elizabeth, Dur- 
ban, Salisbury and Bulawayo. 


Mr. John Elliot has been appointed a 
Director of the Birmingham & Midland 
Motor Omnibus Co. Ltd., in place of Mr. 
G. L. Darbyshire, who has resigned. 


The council of the Institute of Trans- 
port has appointed Mr. J. O. Sanders, 
General Manager of the Malayan Rail- 
way, to serve as Honorary Corresponding 
Member for Malaya. 


Mr. Richard Miles, Managing Director 
of Head, Wrightson & Co. Ltd., has been 
elected Chairman in succession to the late 
Sir Guy Wrightson. Sir John Wrightson 
has been appointed Vice-Chairman, 


Mr. Herman Press, Treasurer of the 
American Locomotive Company, has been 
appointed a Director. He is Director & 


Treasurer of the American Locomotive 
Export Co. Inc. and of Montreal Loco- 
motive Works Limited. 


Mr. J. F. Ronca will succeed Dr, D. 
A. Townend as President of the Institute 


of Fuel in October, 1950. Mr. Ronca 
has served since May, 1945, as Honorary 
Secretary of the Institute, having pre- 


viously been a Member of Council since 


1933. 


The peerage conferred on Sir Alexander 
Steven Bilsland in the New Year Honours 
has been gazetted by the name, style, and 
title of Baron Bilsland, of Kinrara in the 
County of Inverness. Lord Bilsland is a 
former member of the L.M.S.R. Scottish 
Committee. 


The peerage conferred in the New Year 
Honours on Mr. T. W. Burden, M.P., 
Second Church Estates Commissioner 
since 1945, and a former member of the 
National Executive of the Railway Clerks’ 
Association, has been gazetted by the 
name, style, and title of Baron Burden, 
of Hazlebarrow, in the County of Derby. 


Mr. A. Whitfield has teen appointed 
Divisiona] Staff & Welfare Officer, North 
Western Division, Road Haulage Execu- 
tive, in succession to Mr. G. N. Daffern, 
who is proceeding to Canada. Mr. Whit- 
field has recently been Assistant Director 
of Personnel, Control Commission for 
Germany. 


The Ministry of Labour & National Ser- 
vice announced recently that Mr. Moelwyn 
Hughes, K.C., who is prospective Labour 
candidate for Islington North, had _ re- 
signed his appointment as Chairman of the 
Catering Wages Commission; and that in 
the present circumstances, and in view 
of the inquiry into the operation of the 
Catering Wages Act in the hotel industry 
sn which the Commission was engaged, 
the Ministry had invited Sir John Forster, 
K.C., President of the Industrial Court. 
to be Chairman of the Commission during 
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the period of the inquiry, which invitation 
Sir John Forster had accepted. 


Mr. S. F. Dingle, Assistant Vice- 
President of Operations, Canadian 
National Railways, has been appointed 
Vice-President in charge of Operations, in 
place of the late Mr. N. B. Walton. 


Mr. Harold Gardner, Goods Agent, 
Queens Walk, Nottingham, Eastern 
Region, British Railways, has been ap- 
pointed Stationmaster, York, North 
Eastern Region. 


Mr. W. MARSHALL CLARK 

The South African Minister of Trans- 
port announced on February 6 the appoint- 
ment of Mr. W. Marshzll Clark, hitherto 
General Manager of the South African 
Railways, as Interim Secretary-General of 
the Central African Transport Conference. 
which will meet in johannesburg next 
October. Mr. Marshall Clark is at present 
visiting Paris for discussions. The Minister 
said that the development of the continent 
of Africa was engaging the increasing 
attention of all countries with African 
interests, and the co-ordination of their 
efforts was essential. To that end, two 
important conferences had been held in 
1949, the first a preliminary one on 
African transport (in Lisbon), and the 
second a scientific one (in Johannesburg). 
It had now been decided to hold a full 
conference in Johannesburg next October, 
when the permanent organisation would be 
set up, under a Secretary-General, who 
would be its executive head. South Africa 
had been asked to appoint an interim 
Secretary-General, who would presumably 
become the permanent head after the 
October conference. 


Pacific Locomotives for Western 
Australia 


(Concluded from page 166) 


cludes a headlamp on the front of the 
engine and a rear lamp on the tender, 
with lights for glass gauges, lubricator, 
and cab roof. 

The design of the tender is similar 
to that of the “ P” class, but with in- 
creased water capacity and _ tender 
tank and bunker of all-welded con- 
struction, the underframes are built 
up from channel sections, angles, and 
plates suitably braced and welded to- 


gether. The bogie frames are of the 
Diamond type fitted with Skefko 
roller bearing axleboxes. 

The principal dimensions of the 
locomotives are as follow: — 
Cylinders (2), dia. and stroke . Win. X 26in. 
Wheels leading bogie, dia. ... «. 2 ft. 6in. 

coupled, dia. ... ne . 4 ft. 6in. 
hind truck, dia. aoe os 20 eee 

.  tender,dia. ... ae woe | ci. 
Wheelbase engine , 28 ft. 6 in. 

coupled 10 fe. Oin. 
tender ods -. U7 fe. Zin. 
tender bogie 5 ft. 0 in. 
ma engine and tender, total... 55 ft.3in. 
Heating surface : 
Tubes . 1,370 sq. fe. 
Firebox and two arch tubes | 135 sq. ft. 
Total evaporative ime 1,505 sq. fe. 
Superheater 363 sq. ft. 
Combined total 1,868 sq. ft. 
Boiler pressure 175 Ib. per 
sq. in. 
Grate area ‘ on 35 sq. fe. 
Water tank, capacity ‘i 4,000 gal. 
Coal, capacity ... 8 tons 


63 tons 6 cwt 

45 tons 15 cwt. 
109 tons | cwe. 
41 tons 10 cwt. 


25,860 Ib 


Weight of engine in working order .. 
» oftender in working order . 
total = sa 
Adhesive weight 
Tractive force at 85 per cent. boiler 
pressure - 

















170 THE RAILWAY GAZETTE February 10, 195: 
Ministry of Transport Accident Report 
Chester, London Midland Region, 
British Railways: July 4, 1949 
Brigadier C. A. Langley inquired into The relevant extracts from the Rule the position at no. 3 box and was d 
the accident which occurred at 10.1] a.m. Book are: that the Crewe train was just leaving ond 
on July 4, 1949, at Chester Station, when Calling-On Signals: 44a) calling-on sig- that the Derby train, by that time accepied 
the 7.20 a.m express Derby to Llandudno nals, where provided, are placed below the by the 4-2 bell signal, could follow it along 
consisting of six coaches drawn by a class —_ ——- _ aa spades . pe The signalman at no. 2 box thought the 
5 H < nea ar Vne re uthoris - ve . 2 1 
4-60 locomotive, admitted to no. 5 3 ¢aC. aa een ed cautioucly int ee te Crivel’ first was about to move and pulled 
pl itf orm line by lling-on arm atno.2 ‘9P moron Sarwar Cautaonmy inte Se ecuen 166 hich the track circuit 
( e a Ca ae al al ( - } the . . »%H, Which, as le rac eire 
thead as far as the line is clea [he lowe : 4 
signal box, collided at about 10 m p-D. ing of the calling-on signal does not authorise occupied, cleared the calling-on arn 
with the 9.20 a.m. express, Crewe to Holy the next stop signal to be passed at danger; no. 5 platform. 
head, itself just starting forward on a (+) except where authorised, the calling-on The Derby train started at once d 
similar signal at no. 3 signal box. The signal must not be lowered unul the train has the signalman thought it was mov nag 
latter train was formed of ten crowded been brought to a stand at it. } unusually fast, considering there was a 
coaches, with many passengers in the corri ro hens tg vd H ss ay - bs train in front, and eventually he realised 
“ J ? oO 7 l ) I ce LOW > l Cal ( 1 
dor, drawn by a class “ 5XP” 4-6-0 engine Ps rig etl = hi h is movine forward, the that a collision would occur. By then he 
Forty-three passengers and seven railway driver of the second train must follow cau- WaS unable to take any preventive ac 
men were injured, four passengers being {igusly and at such a distat is will enable Normally he did not lower the callin 
detained in hospital Fortunate y, there him to avoid colliding with first train in arm before the train ahead was moving, 
were no. serious casualties Assistance the event of its being stopped, and he must although the regulations permitted hin 
speedily arrived. Normal working was noi pass a signal which has been lowered for do so. When allowing a train into 
resumed at 11.25 am The weather was i first) train until it has been replaced to occupied platform to clear the junc 
fine and clear. dange ee ag lowered : (98) when : sig 1 With the Manchester line. he ust 
Is iowe in 0 iVe i tall Ol 1 7 
The accompanying diagram shows the Bese ae ‘ ed 4 of uch Warned the drivel The calling-on 
. - - 4 Mik 4 st iS PICA suc! 1 be 
position of platforms, tracks, signals, signal) Gonal. the dri mast 4 ed at such a Was frequently used for shunting mov 
boxes, and so on, essential to an unde speed as will enable him op before reach- ments. In his 26 years in the box he had 
standing of the case ing the train ahead never known an accident attributed 
Exemption from absolute block working The home and calling-on arms leading driver entering Chester Station at too 
on the up and down main and platform to the down lines in the station a speed 
— Lever te P 
NO9 PLATFORN NQ10 PLATFORM i ye 
+ ag 
4 h 
¢' 
wos sal <3 UP PLATFORM LINES 1677 B ls }w22 s. PM 
UP MAIN=—> “*% Hox ; a a 





_To Holyhead 
~ and Birkenhead _ 


AG ? — 
aa re To Crewe—+ 
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TRACK CIRCUITS” 


beg SLI S SoloSoSoSohedook- bbdedecy 
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N24 PLATFORM } 


NO5 PLATFORM 


de ns 





DOWN PLATFORM LINE” 


9.20.A.M. EXPRESS, 
CREWE TO HOLYHEAD, 
JUST STARTING 


~ 202Y? 


Diagram illustrating circumstances of collision at 


lines was granted many years ago, and 
the permissive station yard block system 
is in force. the relevant extracts being as 
follow: 

Regulation 4 (d): Where perinissive station 
vard block is in operation, when a train is 
already in the section and another train is 
required to be sent forward into that section 
the signalman must send the * Is Line Clear 
signal to the box in advance, and the signal 
man there, provided he does not desire to 
keep the train at the box in rear, must 
acknowledge the “Is Line Clear” signal by 
sending the special bell signal (4-2), when 


(ec) have been 
allowed to ente 


clause 
train may be 


after the provisicns of 
carried out, the 


the section. The “ Train Entering Station 
signal must then be sent and must be acknow- 


ledged by one beat. 
(e) (ii) Where a Calling-On signal is pro- 
vided on the stop signal controlling the 


entrance to the section ahead, it musi be used 
in accordance with rule 44, when permission 
has been given by the special bell signal (4-2) 
for a train to proceed, and where a ‘ Warn- 
ing * signal is provided on the stop signal 
controfling the entrance to the section ahead, 
it must be used, in accordance with rule 45, 
when permission has been given by the special 
bell signal (4-3) for a train to proceed. In 
these circumstances it will not be necessary 
to verbally instruct the driver or exhibit a 
green hand signal. 


/ 


POINT OF 
ICOLLISION 





21Y9 


_— 


1382 





erated by one lever in case through 
n electric selector track circuit 
control. 
Booked times for the trains concerned 
Time of 
Train Piatfor Arrival Depar- 
ture 
a.m a.m 
8.35 a.m. Manchester to Llan- 
dudno 4 9.48 9.55 
9.20 a.m. Crewe to Holyhead 4 9.56 10.05 
7.20a.m. Derby to Llandudno 4 10.09 10.13 
As the Manchester train was late, the 
Crewe express, on time, was brought into 
no. 5 platform and the former sent into 
no. 4 later over the down main, leaving 
there at 10.8 a.m. One minute later the 
Derby train stopped at no. box home 
signals. slightly ahead of time, awaiting 
acceptance. The calling-on arm at no. 3 
box was in due course lowered for the 


Crewe express to proceed, and it had just 
started when it was struck by the Derby 
train and driven forward a distance of some 
15 yd. 
Evidence 

There were two signalmen in no. 2 box. 
The one dealing with these movements said 
that after the Derby train had been stand 
ing for a few minutes he enquired about 






Chester, L. 
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a 
163 @ \ 7.20 A.M. EXPRESS, DERBY TO 
LLANDUDNO, ADMITTED To 
SECTION UNDER CALLING-ON 
SIGNAL, COLLIDED WITH 
TRAIN AHEAD WHERE SHOWN 
! 
“el 
V.R.. July 4, 1949 


The other signalman. 
having a meal, realised 
that the train was going too fast, went 
to the station end of the box and shoutec 
to the driver to stop. He confirmed 
the calling-on arm was used constant 
He had had 27 years in the box. He 
recalled an accident some years ago when 
he was on duty, when a driver, although 

irned, had collided with a train standing 
in the station. 

The driver of 
of 47, with 31 
eight years and 
he partially opened the regulator, closec 
it after a short distance and coasted, keep- 
ing a sharp lookout from his position 
the left. He heard no shout, but sudden! 
saw the other train and applied the brake 
Right-hand curvature prevented the line 


sitting ad 
ilmost at 


train, a 
driving 
record, sul 


the Derby 
years service, 
with a clea 


from being seen for more than 5 to 10 
yd., and he admitted he did not look 
on the right-hand side before starting. His 


young fireman had never been into Cheste! 
before, and he did not speak to him aboul 
the signals He frankly admitted that he 


knew he should be able to stop within 
sighting distance when running on 4 


calling on indication. He did not expect 
the other train to be standing out so far 











"“Fatha 


February 10, 1950 


He had on occasions followed another 
| 


along the platform. 


was the first time the fireman, 19 
ve old. had been on a_ long-distance 
passenger train. When stopped at no. 2 
av saw another train on the platform 
| sut passed no comment to the drive 
as did not realise it was the line they 


“ soing to enter. He did some firing 

ooked out shortly before the collision, 
te > the other train in front of them 
He heard no shout from the box. 


Inspecting Officer’s Conclusion 


sponsibility for the accident rests with 


tt ver for entering the station too fast. 
No doubt he was surprised to find the 
other train projecting beyond the platform, 
but he had not taken steps to satisfy him 
se f the condition of the line ahead, 


alt vh he was thoroughly familiar with 


the working and knew that visibility from 
the left of the footplate was limited to a 
few irds. It was unfortunate that the 
fireman passed no comment about the 
ot train being 150 vd. in front of them. 
as this doubtless would have led the driver 
to oss the footplate and see it. He 
¢ t be held responsible for failing to 
ce ent on the signals or layout, but it 
is sirable that young firemen should be 
en iged to ask questions about the 
outes over which they travel, so as to 
learn them quickly and be able to assist 
their drivers in observing signals, part of 

fireman’s duty under rule 128 The 
signulmen did nothing contrary to the 
eguiations, but it would have been more 
pruc to wait until the Crewe train was 
seen to be moving before lowering the 
calling-on arm. The signalman was prob- 
tb nfluenced by a desire to clear the 

vs 
Remarks 

| arge and busy stations such as 
Chester, permissive station yard working 
s essential to prevent accumulation of 
delays. especially when trains are running 
yuut of course and extra traffic has to be 
handled: in addition, coaches and vans 
have to be attached or detached and other 
shunting done. It is recognised that the 


enforcement of absolute block in these 
special circumstances would seriously inter 
fere with through movement, and exemp- 
tion therefrom ts not attended with undue 
risk at the slow speeds involved, provided 


that ordinary care is exercised. In this 
case the collision was due to a serious 
error by an experienced driver, and 





adizer Langley has no recommendation 
to make regarding the present method of 
station working. 


BRiISH) »=EEUROPEAN AIRWAYS SUMMER 
SERVICES.—Several new routes will be 
operated by British European Airways 


this summer, and on some existing routes 
increased frequencies and faster schedules 


will be introduced. Among the new ser- 
vices will be return flights three times 
weekly between Glasgow and Paris via 
Manchester, from Manchester and Bir- 
mingham to Jersey, with connections for 
Dinard, and between Birmingham and 
Belfast. New services on existing routes 


Will include non-stop flights between Lon- 
don and Rome, and additional services 
between London and Nice and London 
and Bordeaux. Increased frequencies will 
include 12 return flights daily on the 
London-Paris route, five of which will be 
at the £10 excursion rate for off-peak 
hours, and up to five daily flights between 
London and Dinard. Most of the new 
po ules will come into operation on 
Apt 
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Institution of Railway Signal Engineers 


Improved track circuit apparatus for London Transport lines 


At a meeting of the Institution of Rail 
way Signal Engineers in London on Janu- 
ary 18, with the President. Mr. R. Dell, 
in the chair, a paper on the injector type 
of a.c. track-circuit, developed by the 
London Transport Executive Signal De- 
partment to obtain better shunting effects 
was read by Mr. H. W. Hadaway. Lan- 
tern slides, showing vector diagrams and 
other information covering the operation 
of such track circuits under varying work 
ing conditions, illustrated the paper, which 
was followed by a demonstration made 
with the aid of an artificial track circuit, 
in working which the author was assisted 
by Mr. J. G. Smith, who had helped with 
the calculations given in the paper 

Mr. Hadaway discussed the 
problem of the train shunt. as 
efforts to make it more unde! 
varying conditions of weather, rail, and 
Wheel surfaces. and outlined some steps 
taken on London Transport 
with difficulties. 
included the use of rain gauges, designed 
to prevent track circuits in the open being 
brought 


irregularly into the ~ occupied” 


general 
well as 


reliable 


| 
ines to cope 


practical These steps 


condition by heavy rain falls, and to 
guard against the results of the “no 
failure ~ outlook on the part of the main- 


tenance staff. 


The injector track circuit. designed to 
circulate a reverse torque current in the 
relay track winding when the circuit is 


was described and its 
ste ] . 1 P 1 

electrical principles analysed Different 
arrangements of apparatus and values of 
feed and other transformer windings were 
shown to illustrate the applicability of the 
method to special circumstances such as 
very long track circuit 


tions where rail surface was likely 


occupied by a train 


sections or loca 
to offer 
considerable resistance. 

Discussion 

The discussion was opened by Mr. E. G. 
Brentnall, who referred to the known 
method of using control with 
double-element produce a re- 
verse relay torque Conditions on the 
line varied greatly and had considerable 
influence on track-circuit operation. Tests 
he had made showed that the 
apparent shunt varied considerably at low 
voltages, but at higher figures one seemed 
to get through the skin or film of resist- 
ance, and to arrive at actual ohmic 
figures. They had to have the voltage 
sufficient to pierce; with working a 
good voltage on the rails could be secured. 
\ lineman might use a one-ohm resistance 
to shunt a relay, but that did not mean 
that the shunt was that value. 

Mr. J. C. Kubale asked whether. if the 
ideas put forward had been worked out 
with special equipment, instead of being 
applied to standard relays, the — result 
might not have been better. The arrange- 
ments appeared a little complicated. The 


1 
phase 


relays to 


years ago 


ad. 


bad features of the standard equipment 
and the good ones of the new seemed 
equally over-stressed and every location 


seemed to demand a fresh adjustment, 

Mr. F. Burton said there appeared to 
be some possibility of failure if power 
could be cut off from the injector trans 
former, leaving the track winding of the 
relay with over-voltage. Possible inter- 
ference from adjacent  track-circuits 
seemed important when some of the volt- 
ages were taken into consideration, It 
would be interesting to know why this 
method was used. 


Mr. J. E. Mott thought the comments 
of main-line signal engineers would be of 
interest and referred to the possibility of 
a disconnection adversely affecting the 
working. There also appeared to be a 
liability to difficulty arising from the use 
of a transformer at the feed end. 

Mr. J. E. Candler could see no serious 
troubles, apart from wear, that increasing 
the return weight would have created. He 
thought it was considered dangerous to 
put a transformer in parallel with the bal- 
lasi on electrified lines. It would be inter- 
esting to know what proportion of the 
London Transport track circuits had been 
equipped with the injector apparatus. 

Mr. J. P. Coley considered that to secure 
a good train shunt a relay with a high 


percentage release was essential, and that 


meant the ratio between drop-away volt- 
age and that required fully to com 
press the contacts, which was not quite 
what was usually meant by the term. The 


gravity return could be increased. but the 
injector track-circuit showed to advantage 
against that, as it increased the voltage 


without the current, but with increased 
weight the power needed was greater, and 
more current was necessitated. It was not 
necessary to worry about the injector 
transformer becoming disconnected, as 
that could be positively provided against, 
but there was. apparently, the possibility 
of a short circuit in it leading to an unde- 
sirable condition. 


Mr. J. H. Currey said that the only 
way to improve the train shunt was to 
close up the gap between pick-up and 


drop-away; it was the pick-up that really 
settled the adjustment. It was useless to 
design a track circuit with a high train 
shunt under certain ballast conditions if it 
would become unsatisfactory when they 
deteriorated. It was the working margin 
that had to be allowed that really settled 
things, unless some means could be pro- 
vided of reducing the margin; towards that 
several efforts had been made, as with 
d.c. circuits. by including resistances unde 
one condition and cutting them out in 
another. The injector system seemed a 
convenient method of obtaining an im- 
provement. 

As regard poor rail-to-wheel resistance. 
he had been concerned in many experi- 
ments years ago, and it was found that if 
ordinary low voltages would not pierce, it 
was often necessary to go to something 
quite high to break down any film. In 
certain locations, such as damp and dirty 
tunnels, there were awkward conditions 
necessitating special arrangements, though 
they were not likely to be met with on 
London Transport lines. 

Mr. H. W. Hadaway, replying, said the 
injector track-circuits. of which there were 
about 10, were in the open and had proved 


satisfactory. There were some 13 rain 
gauge equipments in service, also with 
good results. Track circuits had been 


kept working which would have otherwise 
failed in sudden rain storms. 


BuyS GERMAN RAILS.—A_ Reuter 
states that the Egyptian State 
Railways have placed an order with 
Western German steel firms for the 
supply of 50,000 tons of rails valued at 


EGyYP1 
message 


£(E)1,000,000. This order will be de- 
livered under the existing Egyptian- 
German trade agreement. 
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February 10, 1950 


Proposed Increase in Freight Charges 


Evidence before the Consultative Committee concerning 
the application of the B.T.C. for increased dock charges 


On February 7, members of the Trans- 
port Tribunal, sitting as a Consultative 
Committee under the chairmanship of Sir 
Bruce Thomas, K.C., resumed the hearing 
of the application by the British Trans- 
port Commission for an increase in rail- 
way rates and charges for merchandise by 
goods and passenger train, and in dock 
and canal charges. The inquiry into rail- 
way charges concluded on January 20. 

Sir Bruce Thomas, on February 7, said 
that the Committee would now conside! 
the B.T.C. application to increase by 16% 
per cent. its present canal charges, to in- 
crease from 20 to 50 per cent. additional 
charges on the pre-war statutory dues on 
ships and goods in the case of coastwise 
vessels, and from 75 to 100 per cent. the 
additional charge on other pre-war statu- 
tory dues. 

Mr. J. P. Graham, for the B.T.C., said 
they were concerned with 70 docks, which 
formed an important part, about 30 per 
cent., of British port facilities. These 
docks handled about 40 per cent. of all 
goods imported and exported. It had been 
said that the only reason they asked for 
an increase was because it had to preserve 
some sort of relativity with the railways 
case. That was not true. The B.T.C. 
thought that the docks should be dealt 
with as a separate matter. 

Mr. Graham, continuing, said that docks 
were £1,000,000 short of paying their way. 
and waterways £500,000 short. The effect 
of the increase would be to add £900,000 
to dock revenue and £100,000 to canal 
revenue, making a total of £1,000,000 extra. 
The increase, if granted. would wipe out 
the deficit on the docks which occurred 
before central charges were allocated. 

It did not by any means help out the 


real deficit, however, which was some 
£4.000.000 on canals and waterways, and 
all the present increase could hope to do 
was to raise £1,000,000. Therefore, it 
could not be said that the effect of the 
present increase would bear unduly hard 
on dock and canal users. 

In general, the present rate at these 
docks were lower than the rates at other 
docks, and, therefore, there could not be 
any question of the B.T.C. holding the 
public who used these docks up to ran- 
som. The increase which it was hoped to 
obtain from canals during 1950 was some- 
thing like £100,000, but the effect, at best. 
was only to put canals and waterways back 
to where they were in 1948. 

Sir Robert Letch, Deputy Chairman of 
the Docks & Inland Waterways Executive. 
said that since the original statement to 
the Committee a new estimate for 1949 
showed an increase in income of £200,000. 
It would also be necessary to increase the 
estimate for 1950 by the same amount, 
as it hoped for an increase of about 
2,000,000 tons of coal and about 1,000,000 
tons of crude oil through the docks. 
Unfortunately, this would make no differ- 
ence to the net increase for the two years, 
owing to increased handling costs and other 
charges. 

He did not think that 
charges would tend to divert goods to 
other docks. Since 1940, with the excep- 
tion of 1944, when the ports were dealing 


any increase 1n 


with invasion traffic. there had been 
deficits in the docks now run by the 
B.C. 


In the past two years there had been a 
substantial improvement in the turn 
round of ships under the administration 
of the British Transport Commission. 


The turn-round was as fair a tes as 
could be obtained. At every B.T.C. port 
there had been an increase up to 10 per 
cent. on the turn-round and in some p 
it had been better. 


ees 


Mr. Graham: “It has been suggcsted 
by people who do not know what they are 
talking about that dock workers have not 


done as good a job as they might have 
done? ” 

Sir Robert Letch: “ On the figures we 
have for ports under B.T.C. control there 
has undoubtedly been an increase in pro- 
ductivity in the last two years. ” 


Dealing with suggestions by Hull fish- 


ing vessel owners that bulk charge in- 
creases would cause large numbers of 


trawlers to be laid up, Sir Robert Letch 
said that at Grimsby for every £1 of 
revenue, the B.T.C. spent between £1 I4s. 
and £1 16s. for maintenance and operating 
costs. In Hull the position was slightly 
worse. Operating costs in conneciion 
with coal shipments far exceeded reve 
and involved the Commission at pre 
rates in substantial loss. Dues for coal in 
1913 were Id., and they had inherited that 
rate plus 60 per cent. for the first world 
war, and 75 per cent. for the second. 

From a survey of traders using canals 
and from past experience the Commission 
realised that it would be unable to apply 
the proposed 16% per cent. increase in all 
cases and still retain the traffic. The 
financial position of the canals justified 
an increase of much more than that pro- 
posed, but the B.T.C. knew that if it went 
beyond railway and other rates it would 
not retain the canal traffic. They hoped 
to retain the canal traffic even if it meant 
reducing rates in varticular cases. 

Mr. R. Adams, representing — the 


Speakers at the Permanent Way Dinner 





Sir Cyril Hurcomb 


Sir Cyril Hurcomb, Chairman, British Transport Commission, proposing the toast of the Permanent Way Institution, at the 


& 
i 
A 





Mr. J. C. L. Train 


annual dinner on January 28, to which Mr. J. C. L. Train, President, responded. 
Slim is seen proposing the toast of the Permanent Way Man (see our February 3 issue) 


Sir 


William Slim 


On the right, Field-Marshal Sir William 
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Traders’ Dock & Harbour Co-ordinating 
Committee, said: “We are jealous of the 
diffe-ential rate for coastwise traffic fixed 
in {°46. Has anything happened since to 


the decision unsound” 


S- Robert Letch replied that the 


Commission wanted to keep the charges 
do but it must get money from one 
source or another. 

\i;. Adams suggested that £35,000 was 
a cheap price to pay for that general en- 
cK ement of coastwise shipping which 
m be lost if it were thought that the 
trend of charges were going against coast- 
wise shipping. 

S: Robert Letch replied that he did 
no hink the charges would seriously 
affect. the existing trades and the Com- 
misson could not afford to reduce its 
estiniates by £35,000. 

Nir. Adams: It is a question of £35,000 
hard cash for the B.T.C. or the moral 
sti ant that the differential fixed in 
1946 and 1947 gave to coastwise shipping, 

Sir Robert Letch was asked by Mr. 
FE. S. Fay. for the British Electricity 
Authority. the largest single user of 
canals. if the canals were not losing 
traflic to the railways. Sir Robert 
replied: “ Not entirely, but part of it.” 


The Commission adjourned until 


Wednesday. 


Staff & Labour Matters 
C.S.E.U. Claim Turned Down 
The claim of the Confederation of Ship- 
building & Engineering Unions for a £1 


a week increase was rejected on Febru- 
ary 2 by the Engineering & Allied Em- 
ployers’ National Federation. The ques 


tion of further steps to be taken, including 
reference to arbitration. will be dealt with 
at a meeting of the council of the C.S.E.U. 
on February 15. To the union statement 
that the increase could be met out of 
profits without an increase in production 
costs the employers replied that the unions 
had not taken into account depreciation 
and maintenance of plant, and the many 
overheads. 


Sick Pay: London Transport Workers 

The London Transport Executive has re 
jected a proposal by the T. & G.W.U. 
that London bus, tram, and trolleybus 
workers should receive pay during ab- 
sence through sickness. It is understood 
that full pay was sought for the first 13 
weeks and reduced pay thereafter. About 
62.000 men are affected by the proposals. 
Some 500 London Transport road-service 
employees may at present receive sick pay 
under schemes taken over when certain 
undertakings were absorbed in 1933 by 
the L.P.T.B. The number is diminishing 
as these workers reach retiring age. 


Industrial Court Award: Railway 
Shopmen 

As recorded in our September 9, 1949, 
issue, the Industrial Court under Award 
No. 2226 of July 21, 1949, ruled that the 
Railway Executive introduce a grade for 
men who both examine and maintain 
cranes and lifting tackle. and that these 
men should enjoy a special differential rate 
to be negotiated with the employees’ side 
of the R.S.N.C., either party to report 
to the Court failure to reach agreement on 
the diiferential rate within six weeks of the 
Award. The parties on December 5, 
1949, notified to the Court their inability 
to agree and after a hearing on January 
16 the Court awarded (Award No. 2247) 
that the snecial grade be known as Ex- 
aminers (Cranes & Lifting Tackle) and 
that a rate of 3s. 6d. a week be paid in 
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advance of the base rate for a Grade | 
Fitter, this Award to take effect from the 
beginning of the fourth pay week after 
January 18, 1950. 


Piecework Rate Dispute 
Over 6.000 shopmen at Doncaster 
Works and others at Bawtry on Febru- 
ary 6 decided to do day-work only. with 
no piecework. in protest against new 


British Railways 


Adjustments 


The Railway Executive. with the con 
currence of the B.T.C., is making certain 
adjustments to the boundaries of the six 
Regions which comprise British Railways. 
These adjustments, to come into operation 
on April 2. are being made with the ob- 
ject of simplifying supervision. reducing 


administrative costs. and avoiding un- 
necessary duplication. 

The lines involved are those which at 
present penetrate from one Region into 
the boundary of another and which can 
with advantage be transferred into the 
Region to which they more logically be- 


long. The lines or stations which formerly 
belonged jointly to two or more of. the 
former railway companies will in each 
now be placed under the administra 
tion of a single region. Each member 
of the staff concerned is being advised 
personally how he will be affected by 
the adjustments. 

The principal changes 


case 


are as follow: 
Eastern Region to London Midland Region 
Mill Hill to Edgware 
Hill End to St. Albans London Road 
Harpenden East (Herts.) to Dunstable 
The former Great Central line: Quainton Road 
(Bucks.) (exclusive) and Ashendon Junction (Bucks.) 


(exclusive) to Heath (Derbyshire) (exclusive) 

Marefield Junction (Leicestershire) to Leicester Bel- 
grave Road 

All former L.N.E.R. lines in the region of Nottingham 
and Derby west of Netherfield, Leen Valley, Bilsthorpe 
and including Pleasley and Mansfield Central 

Hazlehead Bridge to Manchester London Road and to 
Manchester Central via Fairfield Junction and Levens- 
hulme South 

Metropolitan & Great Central line: Rickmansworth 
(inclusive) to Quainton Road (Bucks.) and Verney Junc- 
tion (Bucks) 


Eastern Region to London Transport Executive 
Metropolitan & Great Central line: Harrow to Rick- 
mansworth (exclusive) and Watford 


Eastern Region to North-Eastern Region 

The former Great Central and Great Northern lines 
north of Barnsley (Old Mill Lane)—-Mexborough—Don- 
caster 


Eastern Region to Western Region 
Marylebone to Northolt Junction 
Neasden to Harrow (exclusive) 


London Midland Region to Eastern Region 

Willington (Bedfordshire) to Cambridge 

Raunds (Northants) to Huntingdon 

Thorpe (Northants) to Peterborough 

Wakerley (Northants) to Wansford 

Morcott (Rutland) to Peterborough 

Edmondthorpe (Lincolnshire) to Little Bytham (Lin- 
colnshire) 

Carlton & Netherfield (Notts.) to Lincoln Whitefriars 

Farnsfield (Notts.) to Rolleston (Notts.) 

Shirebrook West (Derbyshire) to Shireoaks (Notts) 

All former L.M.S.R. lines north and east of Hasland, 
Dore & Totley, Sheffield and Barnsley 


London Midland Region to North Eastern Region 
All former L.M.S.R. lines north of Penistone, Darfield, 
and Denaby, and east of Diggle, Eastwood, and Skipton 


To North Eastern Region 
The line Shaftholme Junction (Yorkshire) to Knotting- 
ley (Yorkshire) 


London Midland Region to Western Region 

Hadley Junction (Shropshire) to Coalport 

All former L.M.S.R. lines south-west of Selly Oak to 
Bath and Bristol (including branches) and Broom to 
Byfield (Northants) (exclusive) 

Warwick Milverton Station 

Leamington Spa Avenue Station 

Banbury Merton Street Station 

Bicester to Oxford 


North Eastern Region to London Midland Region 


Kirkby Stephen East to Appleby and Clifton Moor 
Kirkby Stephen East to Tebay 
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piece rates introduced by British Railways 
on February 3. The new rates were agreed 
by the N.U.R. and C.S.E.U. in May, 
1948: they provide for piecework prices 
to yield an average of not less than 274 
per cent. above basic rates. which, it is 
claimed, would reduce weekly earnings by 
as much as tl. No complaints have been 
received from other shops where the new 
rates apply 


Regional Revision 
to boundaries 


Southern Region to Western Region 
Cole (Somerset) to Bath, 
Burnham and Wells branches 
All former Southern Railway lines west of Exeter 
Cowley bricge Junction 


including Bridgwater 


Western Region to London Midiand Region 
Crudgington to Nantwich 
Western Region to Southern Region 
Thornfalcon (Somerset) to Chard Central 
Thorney & Kingsbury Halc (Somerset) to Yeovil 
Sparkford (Somerset) to Weymouth, including Brid- 
port, Abbotsbury, and Easton branches (Dorset) 
Grafton & Burbage (Wiltshire) to Andover Junction 
including Tidworth branch 
Newbury (exclusive) to Winchester Chesil 
Reading West (exclusive) to Basingstoke branch 
Westbury (exclusive) to Salisbury 


Northern Counties Committee 


Services 


The Ulster Transport Authority, whose 
first annual report is referred to elsewhere 
in this issue, has issued a statement on 
proposals in regard to transport services 
in areas through which the Northern 
Counties Committee railway runs. 

This states that investigations have been 
made to ascertain what, if any, services 
are redundant and wasteful. From these 
investigations it would appear to be in- 
evitable that certain of the railway ser- 
vices will have to be discontinued. 

It is proposed to make the following 
changes as quickly as possible:-— 

Cookstown Junction to Cookstown, re- 
tained for goods traffic only; Magherafelt 
to Draperstown, closed to all traffic; Mag- 
herafelt to Upperlands, retained for goods 
traffic only; Upperlands to Macfin, 
closed to all traffic; Limavady Junction to 
Limavady, retained for goods traffic only; 
Limavady to Dungiven, closed to all 
traffic; Ballymoney to Ballycastle, closed 
to all traffic; Kingsbog Junction to Bally- 
clare, closed to all traffic. 

It is considered that the traffic carried 
on these sections of the railway can with 
equal efficiency be carried more economi- 
cally by an expansion of the already con- 
siderable road services. 

So far as the line from Cookstown 
Junction to Cookstown is concerned, how- 
ever, although it is proposed to announce 
that it will be kept for freight traffic only, 
a scheme is being developed to see 
whether by providing an improved rail 
Passenger service between Belfast and 
Magherafelt, and an altered road passen- 
ger service in the district round Maghera- 
felt, using Magherafelt as a railhead, the 
line between Cookstown Junction and 
Magherafelt can continue to be used for 
rail passenger services. 

Letters have been forwarded to all the 
county councils, urban district councils. 
and rural district councils in the areas 
affected, and it is hoped that by mutual 
discussion changes can be made by agree- 
ment rather than by having recourse to 
the procedure involved by an appearance 
before the Tribunal. 








Notes and News 


Rails and Fishplates for Pakistan._-The 
High Commissioner for Pakistan invites 
tenders for the supply of approximately 
7,930 tons of rails and 609 tons of fish- 
plates. See Official Notices on page 1735. 


Assistant Storekeeper Required.—An assis- 
tant storekeeper is required by the Gov- 
ernment of Nigeria for (a) Public Works 
Department and (b) Railway Department 


for one tour of 18 to 24 months, with 
prospect of permanency See Official 
Notices on page 175. 

French Tourists’ Allowance..-The Ex 
change Controi Office will henceforth 
allow French tourists to Britain and to 
Belgium to take out in local currency the 
equivalent of ir. 50.000. or about £50. 
The allowance hitherto has been only 
fr. 10.000 

Vacancits on the Nigerian Railway. — 1 wo 
district engineers are required by the 


Nigerian Railway. The duties of the ap 
pointment are to direct and supervise the 
maintenance of way and works on a dis 
trict of 450 to 950 route miles and to plan. 
supervise and direct under the chief engi 
neer. tne construction of new works of 
renewals in the district See Official 
Notices on page 175 


L.M.R. Society Musica! Play. 
ruary | the London Midland 
Amateur Musical Society pi 
musical play “ Good Night Vienna ” 
audience, in which were 
traders and other friends of the Region 
as well as officers from all Regions otf 
British Railways. \ very appreciative 
reception was accorded an excellently 
produced and extremely well executed pel 
formance. The chorus work wes particu 
praiseworthy and = the — leading 
were admirably portrayed by 
Knight. Miss Eileen Puul. 
Davies, and Messrs. Dick 


On Feb 
Region 
i the 
before 
many 


esehied 


lat ge 


larly 
characters 
Miss Doreen 
Miss Ursula 


THE RAILWAY GAZETTE 
Glanville and Percy Fleet. After the per- 
formance Mr. John Elliott. Chief Regional 
Officer, complimented the cast on the ex- 
cellence of the performance and welcomed 
the guests of the Region. 


R.H.A. Autumn Conference.—The Road 
Haulage Association is making arrange- 
ments for a conference to be held in 
Scarborough from September 20 to 22 in- 
Further particulars will be made 
ivailable in due course 


CiuiSiVe, 


for the 


agreed charges 


Agreed Charges.— Applications 
approval 110 further 
under the provisions of section 37 of the 
Road & Rail Traffic Act, 1933, have been 
with the Transport Tribunal. 
Notices of objection must be lodged on 
yr before February 14 next 


¢ 
Or 


lodged 


Dalmeny Station to be Closed on Sundays. 


As from Sunday, February 12, Dalmeny 
Station, Scottish Region, will be closed on 
Sundays and this arrangement will con- 
tinue until the intreduction of the summet 
timetable During the period Dalmeny 
Station is closed, passengers who would 
have changed trains at Dalmeny will 


at Inverkeithing 


change 
Debate at East Croydon.—The debate on 


‘That the steam locomotive 
which has been arranged 


the subdject 


vas had its day.” 


by British Railways. Southern Region, 
Lecture & Debating Society, at the Social 
Club, East Croydon Station. will take 
place on February 28. The meeting will 
commence at 6.30 p.m. and Mr. H. B. 
faylor, Assistant Operating Superinten- 
dent. Southern Region. will be in_ the 


chair 


Collision at East Shalford Level Crossing, 


At 12.11 p.m. on February I the 8.58 
a.m. train from Ramsgate to Birkenhead 
came into collision with a small motorcar 


at East Shalford 
about three-quarters of 
Station. Southern 


occupation crossing, 
mile from Shal- 


ford Region The 


British Railways Gas-Turbine Locomotive 





Sig, 


! 
th 


a 


Gas-turbine locomotive built by Brown-Boveri of Switzerland, for the Western 
Region of British Railways on arrival at Harwich on February 3 


February 10, 1950) 


motorcar was carried 
the track before it became disentangled 
and both its occupants were killed 
The inquest on the two persons killed was 
held at Godalming on February 6 and the 
jury, who returned a verdict of accide:ital 
death, added a rider that it was not satis- 
fied with the system of signalling between 
the signal box and the crossing keeper 
Colonel D. McMullen. Inspecting Officer 
of Railways, Ministry of Transport 
opened the enquiry into the accident on 
Wednesday. February 8, at the Lion Hotel, 
Guildford, 


about 30 ft. along 


Launching of S.S. ° Amsterdam.”—Among 
those present at the launching at Cl\de- 
bank on January 19 of the British R 

ways vessel S.S. Amsterdam was Mr. A. J 


White. Assistant Chief Regional Offi 
British Railways, Eastern Region, whose 
name was not included in the account 


given in our January 27 issue, 


institution of Locomotive Engineers.-— \|; 
G. H. Lund wil! read a paper on “ Rail- 
way Breakdown and Re-Railing Equip 
ment” before the Institution of Locomo- 
tive Engineers on February 22. the 
meeting will be held at the Institution of 
Mechanical Engineers, Storey’s Gute 






London. S.W.1. at 5.30 p.m. 

Tube Train in Collision with Tree. 
On February 2, a London Trans; 
Northern Line tube train bound fo: 
Barnet was in collision with a tree wh 
had been blown across the track between 
East Finchley and Finchley Central 
Stations during a_ gale. The impact 


stalled the train and it was pushed into 
Finchley Central Station by another train; 
there were no casualties 


Railway Benevolent Institution. —At 

meeting of the Railway Benevolent Inst 
tution on January 25, the board granted 
annuities to ten widows and ten members 
amounting to £306 4s. a year, and one 
funeral gratuity of £10, and authorised 54 
grants amounting to £492 2s. from 
special benevolent fund in cases of imme- 


the 


diate necessity. Grants made from. the 
casualty fund during December, 1949 
amounted to £806 Ils. 6d. 


G.N.R.(L) Staff Club Opened.—Mr. G. B 
Howden, General Manager, Great North- 
ern Railway (Ireland), officially opened a 
staff social club at Amiens Street Station 
on Februery 1. The club premises. which 
have been disused for a number of years. 
have been made available rent free. but 
the formation of the club was made pos- 
sible by the work of a committee which 
has organised social functions during the 


past two years to raise the necessary 
funds. Mr. Howden praised the efforts of 
the staff and said the venture had the 


wholehearted support of the management 
Mr. P. H. Patterson. Accountant. who is 
president of the club, thanked Mr. How 
den and the board for the facilities 
afforded. A concert by members of the 
staff was given later in the evening and 
was followed by a dance. 


2,000th North British Locomotive — for 
South Africa—On February 1, _ the 
2,000th locomotive built by the North 


British Locomotive Co. Ltd. for the South 
African Railways, one of the locomotives 
of the “24” class, described in The Rail- 
way Gazette of May 27, 1949, was cere- 
moniously named Bartholomew Diaz, 1 
honour of the Portuguese navigator who 
rounded the Cape in the fifteenth cen- 
tury. Mr. Paul Sauer, South African 
Minister of Transport, said that the com- 
pany had built 100 locomotives of this 
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None of the vacancies on this page relates to a His Majesty’s Colonial Service Crown Agents for the Colonies 

man between the ages of 18 and 50, inclusive, or a 3 : 

wor between the ages of 18 and 40, inclusive, NIGERIA ASSISTANT STOREKEEPER required by the Gov- 

niess he, or she, is excepted from the provisions of eine y ernment of Nigeria for (@ Public Works 
ee Control of Engagement Order, 1947, or the YACANCIES exist for two District Engineers in Department and (6) Railway Department, for one 
ee » is for employment excepted from the the Nigerian Railway The duties of the ap- tour of 18-24 months, with prospect of permanency 
sexe ns of that Order Ppointment are to direct and supervise the main- Commencing salary according to age, qualifications 
re ; tenance of way and works on a district of 450 to ind experience in the scale £660 rising to £970 a 
ps route be = to plan. supervise ge ge year (including expatriation pay). Outfit allowance 
under the hiet Engineer, the construction of new t60. ree passages and liberal leave on full salary 
) gineers ¢ ze vith 30 < aaa a : : re ag He pricloeg 
L ON lly a foe wilh works or renewals in the district and to undertake Candidates under 35 years of age must have had for 
rR ‘lw e Aiahouiiea: lah Comintiine Engi- any other duties which the General Manager may (a) 4 to § years storekeeping experience either with 
id, welcome ; additonal asencies (oe Coe Appointments will be on contract, tor one building or engineering contractors or in a Govern- 
VOUS Wee tho Se Bagh h tour in the first instance, at a salary of 1,300 pet ment Public Works Stores and have a knowledge of 

e MGRUEAETUSESS of Railway specialities a annum plus expatriation pay (which is payable in accounting; and for (b) good experience of railway 

ssa efncient London Office Box 607, ¢ os ae the Colony and on leave) at the rate of £400 per stores, including Mechanical, Civil Engineering and 

Ra Gazette, 33, Tothill Street, London, S$ ! annum Other conditions of service include tre general railway materials and have an aptitude for 

first class passages for the officer and his wife once office work Apply at once by letter, stating age. 

TH High Commissioner for Pakistan invites euch Way each tour, fut quarters provided at whether married or single, and full particulars of 

I ders tor the supply of approx. 7,930 tons of a rent of £150 per I (a rent remittar Is qualifications and experience, and mentioning this 

Ra 609 tons of Fishplates allowed if quarters are unfurnished): travelling ind paper, to the CROWN AGENTS FOR THE COLONIES, 4, 

| s of tender, which are returnable by March  Usnsport allowances in accordance with the Colony Miilbank. London, S.W.1, quoting for (a) M/N 

1 <0), may be obtained from the Commercial General Orders; leave on full pay at the rate 25224/3C and for (b) M/N/23397/3E on both letter 

Se (Supply). Supply & Stores Dept 39 40 days in the United Kingdom for cach month ot and envelope Ihe Crown Agents cannot undertake 

Low s Square. $.W.1, on payment of a fee of Ss resident. service: tours of 18 months approximately to acknowledge all applications and will communi- 

: not returnable) The ref. S.S.3294 should a gratuity, at the rate of t37 10s. for each 3 months cate Only with applicants seiected for further con- 

i on all applications for forms of service, including leaves, is payable on the satis sideration 
pats hes tl , factory terminauion of the contract At current 
Nigerian rates for income tax Single man would aa 

" EVOLUTION OF RAILWAYS Second Pay 10 per annum approximately and a married R AILWAY STORE ME THODS By W. H Jarvis. 

T! * Scnitee. Wac an sae man about £165 per annum The normal upper Great Western Railway The necessity for 

on, revised and enlargec >y narics ee ee : oe eh tos ag Ne training officers—Organisation of stores department 

l Iraces the germ of railways back t Baby- age limi f perm nt appointments is 40, but Gees a site Cloth = ie aS 116 op 

2 . 5 72 S candidates over this age may be considere wr these lapis . — Pe 

mes. Cloth. 8! in. by i in. je pp. lIilu in fidat NEE thi e ma 1 Ce Isluerec I ; With diasrams é By post 4s. 3d The Railway 
6s By post 6s. 4d The Railway Gaze contract appointments Compulsory reti age 1s Gazette. 33, Toddall Sarce Soden. SW 
Street, London, S.W.1 normally $55 ‘andidates must be corporate mem sazette oth arcet, London, . 
bers of the Institution of Civil Engineers and have 
at least ten years’ experience ¢ maintenance of R AILWAY MAINTENANCE PROBLEMS By 
ont VORK OF THE RAILWAY CLEARING railway permanent works They should write forth- H. A. Hull Cate District Engineer, L.M.S.R.) 
USE 1842-1942 An account of the de- with for a form of application to the DIRECTOR Ot Valuable intormation With much sound advice 
and extent of the activitics of this famous RECRUITMENT (COLONIAL SERVICE), COLONIAL OFFict upon the upkeep of permanent way Cloth S$} in 

Brit ilway institution Paper 9) in. by 6 in Sanctuary Buildings, Great Smith Street, S.W.1 by 5S} in 82 pp. Diagrams. 4s By post 5s. 3d 

4 Illustrations. 2s. 6d. By post 2s. 8d The quoting = reference » 27333,30 and giving briet The Railway Gazette 33, Tothill Street, London, 

Ru Gazette, 33, Tothill Street, London. S W.! particulars of age qualifications. and experience S.W 

class for the S.A.R. and he welcomed its marshalled into full train loads at certain required for travel by the 7.15 a.m. 

decision to consider establishing a plant in centres in Scotland and forwarded to the steamer from Guernsey to Jersey. and 
C ; £ : ; 5 
e Union. Any British undertaking set- South for distribution from Boston, should be obtained in advance from 

ting up works in South Africa would be Spalding. Grimsby. Lincoln, Peter- British Railways’ Office. The Jetty. St. 
veleome. and it would receive most sym borough, York and other points \n in- Peter Port, Guernsey 

pathetic treatment from the Government. teresting feature of the present season has 

Mr. W. D. Lorimer, Managing Director. been the despatch of four train-loads, in’ Lincolnshire Road Transport Concern 

North British Locomotive Co. Ltd., was fully-fitted vehicles, from Fraserburgh to Taken Over.—A_ provisional agreement 

resent at the ceremony. Sir Andrew Southampton Docks. for shipment to has been reached between the British 

Duncan, another Director, is at present in South Africa Transport Commission and _ Enterprise 

South Africa. ; ; . : (Scunthorpe) Passenger Services Limited, 

institution of Electrical Engineers. —The whereby the B.T.C. will acquire the busi- 

London Midland & Scottish Stock Con. annual dinner of the Institution of Elec- ; 


version Trust—Pursuant to an order o 
e Court, the London Midland & Scottish 
Stock Conversion Trust is being wound 
up. and forms to enable holders to receive 
the appropriate amounts of British Trans 
3 per cent. guaranteed stock, 1978-88, 
to which they are entitled are being dis- 
patched today (February 10). The trustees 
ire paying, on February 28. a final divi- 
dend on the 4 per cent. non-cumulative 
preference stock of £3 Os. 83d. per £100 
stock 


mort 
port 


Non-Stop Refreshment Service on the 
‘Irish Mail.”—Passengers travelling to 
and from Ireland by the 8.40 p.m. from 
Euston and 12.55 a.m. from Holyhead are 
now able to obtain light refreshments 
throughout the night from a special pan- 
try service, Passengers are not required to 
visit the pantry as staff call at each com- 
partment. Passengers can also ring for 
service. Two third class compartments in 
1 coach on each of the trains forming the 
Irish Mail have been fitted up as a pantry. 
The new service began on February 6. 


Scottish Seed Potato Traffic—From the 
ng of the current season until 
December 31, 1949, 177.852 tons of seed 
potatoes had been loaded at stations in 
Scotland for despatch to the South: com- 
pared with 1948-49 this figure represents 
in increase of 16-1 per cent. It is esti- 
mated that 200,000 tons of seed potatoes 
Nave yet to be forwarded and by the end 


Oper 


of the season the total quantity of seed 
potatoes despatched from Scotland will 


represent a user of approximately 60,000 
wagons. The bulk of the traffic is being 
handled at stations in Fife, Perthshire, 
Angus and The Mearns. Wagons are 


trical Engineers will be held on February 
23. at 7 for 7.30 p.m., at the Connaught 
Rooms. Great Queen Street. London, 
W.C.2 


North British Locomotives for Victoria. 
An order for 20 Class “RR” 4-6-4 locomo- 
tives. valued at over £500,000. has been 
placed by the North British Locomotive 
Co. Ltd. by the Victorian Railways. The 
order is an extension of an earlier order 
for 50 such engines which are for main 
line service. Each of the locomotives in 
the recent order will cost £29.000 
Channel Islands Sailing Tickets.—-Sailing 
tickets will be required for journeys to. o1 
from, the Channei Islands on the follow- 
ing days during the summer, this year 


To the Channel Islands 


Southampton route 
Fridays, May 19 to September 22 
Saturdays, June 10 to September 16 
Weymouth route 
Saturdays, May 27 to September 23 
From the Channel! Islands 
Southampton route 
Saturdays, June 3 to September 30 
Weymouth route 
Saturdays, June 10 to September 30 


Sailing tickets for both outward and 
homeward journeys to and from. the 
Channe! Islands have been obtainable at 
the Continental Enquiry Office. Victoria 
Station, for the Southampton route, and 
Central Enquiry Bureau, Paddington Sta- 
tion, for the Weymouth route, on and 
from February 1. Cabins and berths on 
the night steamers to and from the 
Channel Islands will also be reserved at 
these offices. On Saturdays, from July 15 
to September 2 sailing tickets will be 


ness as from the end of this month. The 
undertaking will be operated on behalf of 
the Commission by the Lincolnshire Road 
Car Company. which is already owned by 
the B.T.C. 


Reorganisation of Travel Association.— 
At a meeting of the general committee of 
the Travel Association on January 26 a 
resolution was passed recommending the 
integration of the Travel Association and 
the British Tourist & Holidays Board and 
the acceptance of amendments to the 
memorandum and articles of association 
to give effect to this decision. An extra 
ordinary general meeting of members of 
the Association to consider these pro- 
posals will be held in London on March 9. 


Course for Goods Station and Cartage 
Supervisors.—A_ residential course of in- 
struction on goods station working, and 
associated cartage operations was held at 
Ayr, Scottish Region, from January 9 to 
13. The curriculum included the study 
of: goods station working, with particular 
reference to the development of modern- 
ised methods; cartage operations and 
costs, mechanical and non-mechanical, as 
affecting freight terminal station working; 
claims prevention; development and use 
of palletisation methods in the handling 
and transit of freight traffic. Mr. 
Cameron, Chief Regional Officer. Scottish 
Region, visited the school and indicated 
that the course offered a unique oppor 
tunity for the study and discussion of all 
aspects of goods station and cartage work 
and an exchange of ideas on the subject. 
in an atmosphere of friendly co-operation. 
The introductory lecture was given by 
Mr. L. E. Marr, Assistant Commercial 
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Superintendent, Scottish Region, who, in 
outlining the purpose of the course. 
stressed ‘the need for greater appreciation 
of the many present day problems con- 
cerned with the subject. Mr. L. Meara. 
Road Transport Controller. and Mr. C. 
Anstall, Assistant (Freight Working) to 
the Commercial Superintendent. were 
closely identified with the training and 
direction of studies; Mr. W. H. Glossop. 
Education Officer, Railway Executive, 
also visited the school. 


Forthcoming Meetings 


February 10 (Fri.).—Institute of Transport, 
East Mialands Section, at the Schoo! 
of Transport, Derby, at 6.30 p.m 
* Railway Public Relations,” by Mr. 
D. S. M. Barrie, Public Relations 
Officer, Railway Executive. 

February 11 (Sat.).—-British Railways, 
Southern Region, Lecture & Debating 
Society. Visit to G.P.O. King Edward 
Building, Post Office railway and sort- 
ing office. 

February 13 (Mion.). 
Adm.nistration, 
at the Crown 


Institute of Tratlic 
Birmingham Centre, 
Hotel, Corporation 


Street, Birmingham, at 7 p.m. Sound 
film: “ Main-Line Diesels, and Men 
of the Footplate.” 

February 14 (Tuve.).—Institution of Mech- 
anical Engineers, Storey’s Gate, 
London, S.W.1, at 5.30 p.m. ~ Some 


Factors Governing the Performance of 
Crankcase Lubricating Oils,” by M1 
A. Towle. 

February 14 (Tue.).—Institution of Civil 
Engineers, Great George Street, West- 
m.nster, $.W.1, at 5.30 p.m. “ Welded 
Bridges,” by Mr. R. G. Braithwaite 
and Mr. D. J. Davies. 

February 14 (Tue.).—Institute of Trans- 
port, Metropolitan Section, Guildford 
& District Group, at Warwick Hotel, 
Station Road, Redhill, at 6.30 for 7 
p.m. Discussion: “How should 
cross-country traffic be handled? Road 
or rail?” initiated by Mr. H. W 
Damon. 

February 15 (Wed.).—British Railways, 
Southern Region, Lecture & Debating 
Society, at the Chapter House, St. 
Thomas’ Street, London, S.E.1, at 5.45 
p.m, “Continental Traffic,” by Mr. 
R. E. Sinfield, Continental Superin- 
tendent, Southern Region. 

February 15 (Wed.).—Institute of Traffic 
Administration, at Caxton Hall, West- 
minster, $.W.1, at 7 p.m, Discussion: 
“ Outline of draft charges proposals.” 

February 16 (Thu.).—Diesel Engine Users’ 
Association, at Caxton Hall, West- 
minster, S.W.1, at 2.30 p.m. Informal 
discussion on operating problems. 

February 16 (Thu.).—British Railways, 
Western Region, London Lecture & 
Debating Society, in the Clerks’ Dining 
Club, Bishop’s Bridge Road, Padding- 


ton, at 5.45 p.m. “The Work of a 
Large Passenger Station,” by Mr. 
W. T. Geden, Stationmaster, Pad- 
dington. 

February 17 (Fri.).—Institution of Mech- 
anical Engineers, Storey’s Gate, 
London, S.W.1, at 5.30 p.m. “Sim- 


plification Creates New Problems for 
Top Management,” by Mr. H. E. 
Merritt. 
February 17 (Fri.).—Institution of Railway 
Signal Engineers, at the London 
Transport Executive Signal School, 
Earls Court Station, S.W.5, at 6.15 
p.m. “Typical Sgnal Control Cir- 
cuits.” by Mr. J. P. Loosemore. 
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Railway Stock Market 

General election uncertainties have 
made for further contraction of business 
on the Stock Exchange. where sentiment 
was also affected by the small premium 
of 5s. on the new Southern Rhodesia loan, 
instead of the £1 premium expected. The 
reaction in British Funds influenced other 
sections of markets, and industrial shares 
showed moderate declines, although in 
most cases they were not more than a few 


pence. Apart from general recognition 
that until the election result is known it 


is impossible to assess the outlook for 
markets it is realised also that the April 
Budget looms ahead. Another factor 
making for caution is the big batch of im 
portant new issues planned during the 
next few weeks. South Africa is expected 
to borrow a_ further £10,000,000 in 
London, while loans are also expected to 
be raised by Uganda and Kenya, and in- 
dustrial issues possible before the Budget 
are likely to total several millions. 

Despite the further decline of business 
in markets there been rather more 
activity in foreign rails. It is being 
pointed out that all the Leopoldina stocks. 
and Great Western of Brazil shares. 
and La Guatra stocks, are likely to prove 
undervalued at current prices. It is 
realised, however, that it may be six 
months or more before the “ pay-outs ” 
are finally made to stockholders. Sooner 
or later, however, there seems likely to 
be considerable activity in these and other 
railway stocks scheduled for take-over. 
The recent revival in Taltal shares, which 
have again changed hands around 17s. 6d.., 
has been accompanied by renewed talk of 
possible take-over news, although there is 
no official confirmation. 


has 


also 


There was a fair amount of business 
around 76} in La Guaira ordinary stock 
and Bolivar “C” debentures marked 544. 
Costa Rica 63 per cent. debentures 
changed hands at 22 and Mexican Rail 
way 6 per cent. debentures at 53. Brazil 
Railway gold bonds were 424. In other 
directions Antofagasta were dealt in 
around 8 and _ the _ preference stock 


strengthened to 46. Leopoldina at 9! 
failed to hold all an earlier improvement 
and the preference stock at 26} also re- 
flected some profit-taking after an earlier 
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were 91. and the 6} per cent. debeniures 
1273. while Leopoldina Terminal de en- 
tures were 98 and the ordinary units 2s. 64, 
Great Western of Brazil, which attracted 
renewed demand, rose sharply to 133s, 74d. 


San Paulo 10s. units changed hands arcund 
14s. 44d. 

After various rumours, denial fom 
Havana that take-over terms had been 


agreed put United of Havana stocks down 
sharply, particularly the 1906 debenti. res, 
which at the time of writing have come 
back to 25}. Canadian Pacifics rema:ned 
active around 284, the market now dis- 
playing confidence that the dividenc js 
likely to be maintained, and even tal,ing 
of possibilities of a higher payment ext 
year. though the latter would seem im- 
probable unless there is an increase in 
freight rates, 

Road Transport shares kept very quiet 
with Southdown at 125s., Maidstone & 
District 90s., Potteries Traction 52s., | an 
cashire Transport 83s., and West Riding 
66s. B.E.T. deferred stock attracted after 
its recent fall and rallied to £480. Firm 
ness in road transport shares reflects th 
belief that prospects of dividends bein 
maintained are good and that the outcom 
of the General Election will finally decide 
whether there.are to be further acquisi 
tions by British Transport. It is being 
pointed out that even if there were more 
acquisitions current market prices would 
seem to be below. probable take-over 
terms. Iron and steel shares continue 
several shillings below their official take- 
over levels; nevertheless, leading iron 


steel companies are expected in the 
market to maintain their dividends this 
year. Yields are attractive on this basis 


and in the circumstances it is perhaps not 


Surprising that prices are tending to 
strengthen. Firth Brown have rallied 


sharply to 7ls. 3d., Colvilles were firme: 
at 35s. I4d., Hadfields improved to 27s 
and United Steel were 26s. 4!d. 
Movements in locomotive building and 
engineering shares generally were small 
although a little selling put back Hurst 
Nelson to 58s. 6d. at Glasgow. Vulcans 
were steady at 18s. 6d.. with Beyer Pea- 
cock at 19s. 14d. and North British Loco 
motive 19s. 6d., while Gloucester Wagon 
kept at the lower level of 48s. 9d. recently 


recorded. Wagon Repairs at 16s. 44d 


rise. Leopoldina 4 per cent. debentures were steady. 
Traffic Table of Overseas and Foreign Railways 
Traffics for week | ~ | Aggregate traffics to date 
; @ = 
Rail Miles Week | = Total 
ariways open ended Total Inc. or dec, | Increase or 
eninyear SGPT | | ioeiy | deeren 
£ £ 
§ Antofagasta... : gil 29.1.50 68.060 1,150 4 288,034 16,800 
c | Costa Rica ... ° 281 Dec., 1949 357,783 c617,400 26 c5,155,862 — ¢917,757 
é Dorada ‘i vie 70 Nov., 1949 23,909 — 8,758 48 320,787 + 14,879 
< | Inter. Ctl. Amer. ... 794 Dec., 1949 $1,259,960 4 $91,260 52 $12,395,066 — $938,884 
= La Guaira 222 Jan., 1950 $78,562 — $31,734 $78,562 $31,734 
& / Nitrate 382 31.1.50 25,060 9,872 4 46,287 + 16.034 
© \ Paraguay Cent. 274 27.1.50 # 135,602 % 32,806 30 7 4,276,868 + /1,144.267 
rs} Peru Corp. .. 1,050 Dec., 1949 $6,786,200 + $2,633,399 26 $33,795,958 +$11,248,5277 
& (Bolivian 66 Dec., 1949 Bs.10,712,000 + Bs.2,677,768 22 Bs.62,869,164 + Bs.10,973,05 
Section) 
$ Salvador a ii 100 Oct., 1949 68,000 cl4,000 17 313,000 16,000 
8 Taltal : per 154 Dec., 1949 14,725 + 5,825 26 75,705 28,285 
3 Canadian Nationalt 23,473 Dec., 1949 15,090,000 + 83,000 52 166,908,000 3,151,000 
c Canadian Pacifict ... 17,037 Dec., 1949 10,039,000 — 320,000 52 151,084,000 + 2,667,000 
U 
Barsi Light* ai 167 Dec., 1949 28,928 + 4,425 39 267,533 |+ 19,875 
Egyptian Delta 607 31.12.49 21,537 — 2,154 39 513,033 |— 43,593 
4 | Gold Coast — 536 Nov., 1949 271,799 32,376 36 1,894,985 + 246.278 
0 ~ Mid. of W.Australia 277 Nov., 1949 31,973 1,942 22 141,839 — 1,905 
5 Nigeria on ..., 1,900 Oct., 1949 632,907 + 115.113 30 3,360,709 + 216,792 
> | South Africa .. 13,347 14.1.50 1,414,990 + 34,767 41 60,969,023 |+ 5,072,462 
Victoria 4,744 Oct., 1949 1,792,078 + 371,156 17 _— _ 


* Receipts are calculated @ Is. 6d. to the rupee 


t Calculated at $3 to él 








